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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
wing to wary conditions are advertised in this paper should not 
be taken as indicating that they are available for export 


NOTICE 
Consequent on the 
iccepted until further notice. 


TO SUBSCRIBERS 
paper rationing, new subscribers cannot be 
Any applications will be put on 


1 waiting list and will be dealt with in rotation in replacement 
f subscribers who do not renew their subscriptions 
POSTING THE RAILWAY GAZETTE ’’ OVERSEAS 
We would remind our readers that there are many overseas 


ountries to which it is not permissible for private individuals to 
end printed journals and newspapers. THE RAILWAY GAZETTE 
hossesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
Britain should not be re-directed to places overseas 


TO CALLERS AND TELEPHONERS 
Until further notice our office hours are: Mondays to Fridays 
9.30 a.m. till 4.45 p.m. 


The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
longer possible for us to answer enquiries involving 
vesearch, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


t ww no 


ERRORS, PAPER, AND PRINTING 
Owing .to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 
isk our readers’ indulgence for typographical and other errors 
hey may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Steps to Assist British Export Trade 
THREE steps in an endeavour to assist the revival of Great 

Britain’s post-war export trade have been announced by 
Mr. Harcourt Johnstone, Secretary of the Department of Over- 
seas Trade. The practice of holding a British Industries Fair is 
to be resumed as soon as possible after the defeat of Germany; 
a special type of ‘‘ market officer ’’ is to be employed by the 
Department to collect information and seek suitable agents for 
United Kingdom goods; meetings of the Overseas Trade Develop- 
ment Council are to be resumed, and the names of 16 prominent 
industrialists have been announced as members of that Council. 
Reports supplied by the overseas officers of the Department 
dealing with the economic conditions in individual markets will 
be on sale early in the New Year, and there is to be a steady 
flow of these reports which will cover 26 countries. Mr. 
Harcourt Johnstone, in giving an outline of these developments 
to the Institute of Export recently, declared that the Depart- 
ment would go on trying to improve its services in every direc- 
tion. It was very conscious of special difficulties which exporters 
had to face because of control of export materials, | export 
licensing, and numerous other difficulties besetting overseas trade. 


Overseas Trade Development Council 


In the House of Commons on December 12 Mr. Harcourt 
Johnstone stated that the terms of reference of the Overseas 
Trade Development Council, which is to meet regularly under 


his chairmanship were: ‘‘ To study methods of export trade 
promotion and the nature and extent of Government support, 
more especially through the Department of Overseas Trade, to 


the development of our export trade.’’ The members of the 
Council are: Mr. A. J. Boyd, who is Managing Director of the 


Metropolitan-Cammell Carriage & Wagon Co. Ltd.; Mr. Angus D. 
Campbell, who is on the board of the Manchester Ship Canal 
Company; Mr. Francis B. Duncan, a director of the Gramophone 


Co. Ltd.; Lord Glenconner, a director of Imperial Chemical 
Industries; Lt.-Colonel Francis M. G. Glyn, who is on the board 
of the London Midland & Scottish Railway Company; Mr. 
Arthur R. Guinness, of Guinness Mahon & Company, merchant 
bankers; Mr. E. H. Lever, Chairman of Richard Thomas & Co. 
Ltd.; Mr. Charles F. Merriam, Chairman of British Xylonite 
Co. Ltd.; Sir John G. Nicholson, a director of Imperial Chemical 


Industries Limited; Mr. George W. Odey, Chairman of Barrow 
Hepburn & Gale Limited; Sir Harry Railing, Chairman of the 


General Electric Co. Ltd.; Sir Eugene Ramsden, Chairman of 
A. & S. Henry & Co. Ltd.; Lord Riverdale, Chairman & 
Managing Director of Arthur Balfour & Co. Ltd.; Sir William 
Rootes, Chairman of the Rootes-Humber-Sunbeam-Hillman- 


Commer-Karrier group of companies; and the Hon. Josiah 
Wedgwood, who is Managing Director of Josiah Wedgwood & 
Sons Ltd. and a member of the Court of the Bank of England. 


Trade Opportunities in South America 


The scope for British trade in the countries of South America 
was dealt with by Lord Wardington in his Chairman’s address 
at the annual meeting of the Bank of London & South America 
Limited. The past year in Argentina was marked again by 
economic prosperity. Thanks to very large purchases by the 
United Kingdom and the United States of farming products, 
exports had been running at very high levels, and the favourable 
trade balance for the first eight months of this year was equiva- 
lent to more than £55,000,000 sterling, ensuing on £73,000,000 
for 1943. Brazil’s favourable trade balance for the first seven 
months of 1944 was equivalent to £19,000,000 sterling, following 
on £33,000,000 for 1943. It was reasonable to assume that the 
large accumulated balances in dollars and sterling would be 
liquidated soon as it was possible to purchase goods for 
import. Advices from branches of the bank showed clearly that 
South America generally was eager to obtain renewed supplies of 
goods from the United Kingdom, but British industries’ ability 
to respond to this demand continued to be circumscribed largely 
by existing wartime controls. Lord -Wardington believed that it 
was essential that British goods should not be placed in overseas 
markets in quantities that were too few or too late to establish 
. solid rehabilitation of our export trade, and he declared that 
British industry now urgently awaited the Government’s plan 
for a sustained and determined drive. 


as 


Argentine Railway Receipts Improvements 

Statistics made available in Buenos Aires, and cabled to this 
country, show that there has been a considerable improvement in 
the revenue position of the privately-owned railways in the year 
to June 30 last. The figures include those of the four non-British 
railways, but exclude those of the State lines. Revenue is given 
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as 525,013,243 pesos, against 469,284,677 pesos in the previous 
year, and 386,680,280 pesos in the year to June 30, 1940. Work- 
ing expenses reached a peak level of 430,117,755 pesos, which 
with 377,405,608 for the previous year, anc 


compares pesos 


310,219,757 pesos in 1939-40. The general deficit of 39,993,346 
pesos was the lowest for several years, and compared with 
41,325,562 pesos for the previous year, and the peak deficit of 


73,617,221 pesos in 1940-41. It will be recalled that as a result of 
Sir Montague Eddy’s negotiations with the Government, the 
British-controlled railway companies have been given an improved 
exchange rate of 14-15 against 16-15 pesos to the £ for financial 
remittances to London, and one of 14 compared with 15 for pay- 
ments of imported materials. 


aoc 
Overseas Railway Traffics 

According to official announcements the traffic receipts of the 
British-owned railways in Argentina for the 23rd week of the 
financial year include the proceeds of the 10 per cent. increase 
in goods rates, which became operative on December 1, 1944, 
offset by increases in and salaries. Brazilian railway 
receipts, especially on Great Western, continue to. show 
improvement, and for the 49 weeks to December 9, 1944, the 
Great Western aggregate of £1,095,800 is £258,800 higher than 
that for the corresponding period of 1943, and the Leopoldina 
total of £2,287,821 is £524,433 better. The report of the Taltal 
Railway for the year to June 30, 1944, credit balance 
of £1,902, with an improvement in gross receipts of £16,513. 
From July 1 to October 31, 1944, however, there has been a 
decrease in receipts of £11,515, because the production of nitrate 


wages 
the 


shows a 


is now reduced to a minimum, after the closing down of Oficina 
Santa Luisa. The mileage open is now 156, against 160. 
No. of Weekly Inc. or Aggregate Inc. or 
week _ traffics dec. traffic dec. 
£ £ £ £ 
Buenos Ayres & Pacific* 23rd 133,800 28,800 2,747,160 541,560 
Buenos Ayres Great Southern* 23rd 205,680 20,400 3,955,860 242,280 
Buenos Ayres Western* 23rd 69,000 10,800 1,516,320 289,749 
Central Argentine* 23rd 164,880 2,748 3,872,619 595,629 
Canadian Pacific 48th 1,159,800 76,400 59,815,600 - 4,614,400 
* Pesos converted at 16% to £ 
[he Canadian Pacific records decreases in receipts for the 47th 
und 48th weeks of 1944 amounting together to £208,800. 
aes um 
Post-War Tourist Trade and Hotels 
Some interesting comments on post-war tourist trade and the 
part played by hotels, were made by Major M. Gluckstein 
in his statement to shareholders of the Strand Hotel Limited, 
issued with the report and accounts. At this stage of the war the 
prospect of peacetime visitors to this country again becomes of 
interest to the hotel industry, and Major Gluckstein urged that 


in endeavour should be made to create in the minds of the vast 
number of allied, dominion and colonial people within our shores 
today, the best impression of our country and its ability to cater 
for the comfort and enjoyment of its guests. There is a danger 
that the recollection of wartime conditions will discourage the 
return of these potential tourists of tomorrow, for bad impres 
sions die hard. In view of the increasing recognition which is 
being accorded the importance of the tourist trade in the national 
economy, there is good ground for Major Gluckstein’s suggestion 
that it would be prudent now to relax restrictions wherever pos 
sible, and so raise by some degree the standard by which we 
ire judged. The post-war tourist trade in this country is a matter 
of first class importance to the British railways, not only from a 
travel viewpoint, but also because they are proprietors of hotels 
on a large scale. 
asasum@ 


Canadian Railway Plans for Post-War Services 


The Canadian Railways, in the post-war period, will move to 
meet opposition, and to regain, retain, and create passenger 
traffic, according to a statement made by Mr. A. A. Gardiner, 
General Passenger Traffic Manager, Canadian National Railways, 
when he was addressing the members of the Canadian Industrial 
rraffic League a few weeks ago. He outlined briefly some of the 
post-war plans which are under consideration. Those with the 
object of attracting passengers include well-timed low-fare excur- 
sions; a simplification of the rates of return tickets and of the time 
limitations applying to their use; and reduced rates for quantity 
purchase. To provide greater attractions for actual passengers, it 
is intended to increase the speed of trains and the frequency of 
service; to provide improved carriages, sleeping cars, and station 


facilities; to arrange reserved seats in coaches; to provide 
popular-priced ’’ meals on trains; and to give a more con 
venient arrangement of tables in dining cars. Ancillary plans 


now contemplated for the additional convenience of passengers 
are an extension of checked luggage privileges, and the provision 
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of increased garage facilities at stations. It is not 
these plans have been influenced in some measure by the fact that 
the Canadian Government has decided that railways are not to b 
permitted to continue participation in air transport. 


American Railway Safety 


An award of an unprecedented kind, in the annals of 
railways of the United States, has been the “‘ Certificat: 
Special Commendation ’’ presented recently by the American 
Museum of Safety to the entire railway industry of the count 
At the presentation, speakers stressed the fact that in 1943, 


despite the severe pressure of war conditions, and the handi 
of much substitute labour, fatalities to passengers travelling by 
train averaged 3 to every billion passenger train-miles, and 
fatalities averaged 1} to every billion ton-miles of traffic hand! 
on this basis of reckoning passengers were three times as 

and employees six times as safe, in this war as in the 
Criticisms had been made of the railways on safety grounds, but 
one speaker gave it as his opinion that ‘‘ much of this comment 
is inspired by over-zealous methods of salesmanship employ 
by eager owners of patented articles, anxious to increase th 
A typical example of such criticism was after the w1 

of the ‘‘ Advance Congressional ’’ near Philadelphia, attribut 
by critics to the absence of roller bearings on the car which 
hot and derailed; but, as this speaker said, ‘‘ the public was 1 
told that on this same train, a few months previously, a I 
using roller bearings had a similar accident, but fortunately not 
it a place where the derailed car struck an impenetrable 
obstacle ’’—a reference to the overhead gantry with which th 
derailed car collided, causing most of the casualties. 


sales.’’ 


Railway Fuel Economies 


Excluding locomotive and electric traction, the latest figures 
issued by the main-line railways and London Transport shi 
that they are at present effecting annual economies in the us 
of coal to the extent of about 140,000 tons. Among the principal 
directions in which coal saving has been effected are: 9,000 tons 
by the use of smoke-box ‘‘ char ’’ (half-burned coal which collects 
in the smokebox of an engine); 14,000 tons by economies in rai 
way hotels; 54,000 tons by increased efficiency and economy in 
railway workshops; and 62,000 tons by economies in office and 
station lighting and heating arrangements. Other savings which 


do not lend themselves so readily to measurement probably 
amount to a further 50,000 tons. In addition, savings of mort 
than 130,000 tons have been made in locomotive and electri 
traction user, thus: 14,000 tons by the use of waste wood a 


ilternative fuel; 31,000 tons by deferring the beginning of heating 
on trains, and ceasing it and 90,000 tons by economi« 
at electric power houses, and by reducing the use of current on 
electric trains. The railways thus claim total annual economies 
of roundly 324,000 tons of coal. The Inter-Railway Fuel Efficiency 
Committee, and thousands of voluntary fuel watchers, are 
attempting to achieve still further economies this winter. 


sooner; 


Cornish Engines Preservation Society 


\ movement was initiated in 1935 by a number of enthusiasts 
who formed a committee to. preserve a winding engine at Levant 
Mine, St. Just, designed by Francis Mitchell, and constructed by 
Harvey & Company, Hayle, in 1840. This engine has several 
distinctive features apart from its long service, which lasted until 
1930. The committee was successful in raising safficient funds, 
ind since then has been active in preventing other historic objects 
disappearing, and in compiling records of Cornish engines in 
various parts of the country. Despite salvage needs, the Ministry 
of Supply has been sympathetic. At a meeting on May 12, 1943, 
the committee decided to widen its scope and establish a museum 
at East Pool in the Camborne-Redruth area. The movement 
then developed into the Cornish Engines Preservation Society, 
which was inaugurated at a meeting at Murdock House, Redruth, 
on July 19 last, and held its first annual meeting in the Camborne 
School of Mines on November 18. The President Lord Fal 
mouth; Mr. A. Treve Holman is Chairman; and Dr. H. W 
Dickinson (Joint Honorary Secretary of the Newcomen Society) 
is Vice-Chairman. The Secretaries are Mr. W. Tregoning Hooper 
(The Observatory, Falmouth), and Mr. W. M. Mitchell (3, Coach 
Lane, Redruth). 


is 


seas a 
The Yellow Light in Sweden 
The signal aspects used on the Swedish State Railways 


although based on Central European practice, nevertheless have 
presented some interesting features of their own, especially since 
the step was taken of signalling shunt movements by position- 
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it signals and, while retaining the trailability of the points, at 
ill stations of consequence getting rid of the point indicators 
universally used. Sweden’s example was followed in this 
respect by Norway and Denmark, but whereas they had adopted 
the yellow light as a caution indication Sweden, after making 
some experiments with it, decided not to do so. It retained the 
red, green and white system of lights, but to prevent any con 
fusion, made its distant signal lights flashing. Thus it comes 
bout that a flashing green light indicates that the next signal is 
and a flashing white light is used as the clear distant indi 
cation—outer or inner—at a station. Experiments some time 
since with a mechanical 3-aspect distant were not very successful, 
but the adoption of light signals, and the increase in the speed 
the trains, has revived interest in the question, with the 
result that the yellow light has been re-introduced as a running 
indication. When the distant has to indicate that the home 
signal is off for a diverging route a steady yellow light appears 
below its flashing white. 


aes ou 
Locomotive Smokebox and Boiler Proportions 


\ paper on smokebox design is always welcome to the loco 
otive engineer, because it may throw a little more light on 
vhat is still the most baffling and mysterious part of the locomo 

, where steam and hot gases, so rigidly segregated during their 
earlier existence, finally mix in the vital vacuum-forming process 
n which the subsequent motion of the machine depends. No 
ther item in the locomotive is less amenable to rational treat 
ment; and no other part, in service, is more capricious in its 
influence on the general behaviour of the machine as a whole. It 

quite probable that the smokebox contains the reason why 
sister locomotives, apparently alike in all respects, may differ 
rofoundly in their performance on the road. In an attempt to 
nd a rational relationship between the proportions of the 
himney and blast pipe, on the one hand, and the boiler propor 
ms on the other, Mr. D. W. Sanford, an abstract of whose 
paper before the Institution of Locomotive Engineers is on p. 622, 
eks to build from first principles the basic equations governing 
chimney and blast-pipe areas. Much scattered work has been 
lone on the subject in the past, chiefly by various railways; we 

ill the valuable trials carried out by William Adams on his 
large 4-4-0s on the L.S.W.R. in 1891 (incidentally it is good to 
find his ‘‘ vortex ’’ blast pipe in such excellent company as the 
Kylehap in Mr. Sanford’s paper), and the careful tests by George 
Hughes on blast pipes on the L.Y.R. during the early years of 
this century. Mr. Sanford’s paper should prove to be a useful 
ind well-timed stimulus to further research into this fascinating 
subject after the war 

55 om 


Buenos Ayres & Pacific Railway Company 


THE accounts for the year ended June 30, 1944, show that there 

was an increase of £742,340 in receipts, but this was more 
than offset by a rise of £944,562 in working expenses, so that the 
net receipts were These figures are arrived 
par value of the gold 


1iter conversion into sterling at the 
llar Exchange differences, however, were £647,535, against 
£702,950 Adding £135,679 balance of interest, etc., account, 
makes £866,690 available for distribution. Interest on the first 
lebenture stocks of the company, the Argentine Great Western 
ind the Villa Maria & Rufino 
lebenture stocks of this company and the Argentine Great 
Western have been paid on the due dates. Payments of arrears 
n the 4} per cent. consolidated debenture stock of this company 
ind on the 5 per cent. debenture stock of the Argentine Great 
Western have been brought up to January 1, 1940, and April 1, 
1940, respectively. For the year under review the debit balance 
vas £1,036,968, bringing the total balance at debit of revenue 
count to £11,475,244. Some operating figures follow :— 


Railways, and on the second 


1942-43 1943-44 
Average miles open 2,807 2,773 
Passengers... — 15,975,874 18,267,762 
Tons of goods (metric aia ‘ ere 3,819,565 3,811,309 
Net profit per train-mile ... ; ins Pa iis 3s. Lid. 3s. 33d. 
Operating ratio, per cent. i ‘ea oe ne 78-98 83-32 
£ £ 
Passenger receipts 1,072,963 1,283,274 
Goods receipts ian oa ns 5,240,073 5,682,127 
Gross receipts ; ae pits ee : 7,521,179 8,263,519 
Working expenses 5,940,411 6,884,973 
Net receipts 1,580,768 1,378,546 


Total receipts from passengers showed an increase of £210,311, 
or 19-60 per cent., and the first class receipts of £600,540 repre 
sented 48-82 per cent. of all passenger receipts exclusive of 
Government traffic. Goods and livestock receipts improved by 
£418,549, or 8-60 per cent. In working expenses the chief 
feature was the increase of over £800,000 in locomotive running. 
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This item shows the following progression since 1939-40: 
£1,531,000, £1,690,000, £2,047,000 to £2,878,000 in the year 
under review, and explains the decrease in profits in spite of 
expanding receipts 


Central Argentine Railway Company 


Tie report for the year ended June 30, 1944, shows that 

against the increase of £1,854,097 in gross receipts there 
was an advance of £1,189,727 in working expenses, due mainly, 
apart from the additional cost of working heavier traffics, to an 
increase of £310,153 in the provisions for renewals, a higher 
wages bill, and the ever rising costs of materials and fuel. The 
fuel bill was £2,350,903, an increase of £708,000 over the pre- 
vious year, and of £1,609.000 over 1939-40. Merchandise tonnage 
was 28-6 per cent. heavier and the receipts therefrom were 32-5 
per cent. higher, 
5-4 per cent., bringing an increase of 19-9 per cent. in receipts. 


while the tonnage of products increased by 


some operating figures are compared In the accompanying 
table : — 
1942-43 1943-44 

Passenger receipts a £2,728, 108 £3,076,656 
Public goods traffic, tonnes 7,154,959 7,612,737 
Public goods traffic, receipts £6, 106,329 £7,386,549 
Livestock receipts £471,578 £584,954 
Gross receipts £10,305,329 £12,159,426 
Working expenses £8,619,350 £9,809,077 
Net earnings oe ea a 7 £1,685,979 £2,350,349 
Operating ratio per cent. ae ' jae 83-64 80-67 


Exchange differences accounted for £846,895, against £623,403 
in the previous year. Sundry credits, amounting to £18,172, 
brought the total net income to £1,521,626. All arrears of 
interest now have been cleared from the 4 per cent. debenture 
stock, and the half-year’s interest due on January 1, 1945, will 
be paid on the due date. The scheme of arrangement dated 
November 21, 1940, is now extended to December 31, 1945. 
There is a credit balance of £287,604 on the year’s working, 
which compares with a debit of £154,622 for the previous year. 


Station Signs and Nameboards 


N recent years a considerable amount of attention has been 
given to the design and display of clear and prominent 
station nameboards and announcements, and it is only by con 
trasting conditions of 30 years ago with those obtaining on the 
outbreak of the present war—that is, after a quarter of a century 
of progress—that the enormous strides taken in this period can 
be appreciated, but events of .the past few weeks have attracted 
ittention to the subject. One is that conditions have now made 
it possible to reintroduce satisfactory signs, which for four years 
were required to be obliterated for security reasons. The other 
is that on November 26 died Mr. Edward Johnston, the expert 
on typography, whose work has played such a prominent part, 
both direct and indirect, in bringing about the modern state of 
affairs. Primarily, credit must be given to the late Mr. Frank 
Pick for initiating the development. During the Victorian era, 
the quiet distinction of English 18th century printing had been 
ibandoned for more florid and ornamental lettering, of which 
legibility was not the primary characteristic, but, before the last 
war, Frank Pick’s activities with the Underground Group of 
Companies had resulted in the wide adoption of Grotesque type, 
This did not entirely satisfy him, so in 1916 
versed in 


without serifs 
Pick discussed his ideas with those who were well 
lettering and printing, and as a result was introduced to Edward 
Johnston. To him was entrusted the task of evolving a style 
of lettering to be used exclusively for letterpress announcements 
of the Underground Group of Companies, which would allow 
maximum legibility with the maximum compression. Johnston 
worked on his script for a long time, and at last it was ready 
in the summer of 1916 (in capitals as well as lower case). He 
had condensed certain letters of the alphabet, and expanded 
others, and had produced a distinctive 20th century Sans, based 
is far as possible on squares and circles, and intended as a 
display type. It has never been used extensively for text print- 
ing and no fount of it exists smaller than 36 point, or letters 
approximately } in. high. From the beginning, its use has been 
confined to the Underground Group of Companies, from which it 
was inherited by the London Passenger Transport Board. 

Its effects on London station nameboards and poster announce 
ments has been profound and widespread, and something of the 
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contrasts of a quarter of a century may be gathered from the taken by the injection points, the orifices of which should 
illustrations we reproduce on page 630. The use of Johnston’s at or near the level of the bottom of the ballast. The g: 
work in London had its repercussions in Central Europe shortly is pumped in until it begins to exude from neighbouring 
after the last war, and in Germany comparable developments connected points or from the formation. Injection points 
were noteworthy during the period from 1922 to 1928. In pass- be from 18 in. to 7 ft. apart, according to circumstances. T| 
ing, it may be re mons. Dery that such effects have been largely must be sufficiently near together to insure a thorough pern 
obliterated during the Nazi regime with its insistence on the tion of all the intervening formation material. A carefu 
adoption of medieval gothic lettering, which is not readily screened very fine sand must be used, mixed with any ordi: 
legible, even to Germans, whatever esthetic attraction it may or special cement. The usual specification for this sand is that 
have. In our own country, one of the most striking effects of 90 per cent. shall pass through a 50-mesh sieve, 65 per cen 
Johnston’s work was the development by Eric Gill of his famous through a 65-mesh, and 10 to 15 per cent. through a 100-mesh 
Gill Sans for the Monotype Corporation in 1928; Gill frankly sieve. The normal volume of water used is equal to that 
admitted that his alphabet was not more than the judicious of the cement and sand together. 
revision of Johnston’s. Within a few years the machine-set Gill The water pockets which grouting eliminates are found in 
Sans became a favourite, and has retained its popularity. single and double line formation in fill, in cutting, and on s 

Gill Sans was officially adopted by the L.N.E.R. in 1932, and long ground, and in all cases the remedial process has proved 
that company invited Eric Gill himself to design a totem of the effective. Track maintenance costs have been reduced by 
letters ‘‘ L.N.E.R.,’’ in the same way that Johnston had pro-- grouting by from 30 to 80 per cent., and many speed restr 
duced the famous Underground bar-and-circle device. Before tions have been removed. Lengths of grouted track have b 
the present war, good progress had been made by the L.N.E.R. subjected to abnormal rainfall—3 in. on one occasion, tl! 
in the standardisation of this Gill lettering, not only for station days and nights of heavy rain on a second, and a record rain 
nameboards, but also for poster announcements and similar pur fall on the third—but in no instance has detailed inspection 
poses. The present introduction of adequate signs is making it shown that any special attention to the track has been required 
possible for the L.N.E.R. to introduce improved standard designs The life of the sleepers has been found to be prolonged, 
of station nameboards, but still with Gill lettering, and on page rails and fittings subjected to less wear, and the riding of 
611 of our December 15 issue we reproduced two views show track has been markedly improved wherever grouting has been 
ing respectively a pre-war sign at Shenfield, and a new experi undertaken. The cost has been worked out as an over-all 
mental type recently erected at Finsbury Park, both of which average of approximately 2s. 1d. per foot run for a 22-mil 
embody white Gill Sans letters on a blue background. Although _ single-line section grouted on the Santa Fe Railway, or about £550 
we have mentioned in particular the activities of London Trans 1 mile, assuming that 1$§ = 5s. As well as varying inversely 
port (and its predecessors) as the pioneer, and the L.N.E.R. as as the extent of the grouting undertaken, this figure will vary 
the direct successor of the same tradition, it should not be over somewhat in different countries, according to costs o1 plant, 
looked that noteworthy comparable steps have been taken by material, and labour, but if it can be relied upon to secure al 
the Southern Railway and the L.M.S.R. the advantages claimed for the process, it certainly seems 

seem moderate 
osc 


Extensive Use of Formation Grouting 


THE use of cement grouting as a cure for unstable railway 

formation—then in the experimental described 
and illustrated on November 19, 1943. So successful has this 
remedy proved, that the Atchison, Topeka & Santa Fe Railway 
is treating no fewer than 100 miles of line in this pro 
gramme It may be remembered that this grouting is not 
intended to provide a slab under the ballast, but to 
stabilise the existing formation by driving out from it all fre¢ 
water and semi-liquid soil, which surges under passing trains. 
In fact, pressure grouting double function, as it not only 
expels this liquid, but, by filling all the voids and setting in 
them, it them against penetration of further water by 
pumping from below, and also from above. The grout, 
one part to five parts of sand, forms 
ballast a cemented that distributes the 
the formation. To accomplish a 100-mile job 
grouting plants are working simultaneously. The 
programmed rate of progress is 440 ft. a plant per dic m, or 
} mile by all ten sets. Part of the the removal after 
grouting of all ballast down to 8 bottom of sleeper 
and its replacement with Opportunity is 
also being taken to relay these 112-lb. rail with 
131-lb. section. 

The 
sequently, 
upon by 
period with 
develop the 


stage—we 


year’s 


concrete 


has 


seals 
action 
which is usually 
with the lower 
load evenly over 
this year, ten 


cement 
mass 


pre cess 1S 
in. 
clean 
100 


below 
ballast 
miles of 


level 


original grouting but, sub 
improved 


trial 


sets used pneumatic pressure, 
hydraulic plant was designed and gradually 
Santa Fe engineers. After an exhaustive 
of these sets, it considered desirable to 
process by using plant manufactured on a com- 
mercial scale. Seven sets, built by the Koehring Company of 
Milwaukee, now in use on the 100-mile programme. Each 
equipment is sent by rail on a flat car to the site, together 
tool van and living van for the gang. It consists 
tractor or four-wheel-drive lorry, a two-stage compressor, 
a grout mixer and pump equipped with a hoisting device and 
charging hopper. Apart from the compressor, all this gear is 
mounted on the tractor or lorry. The grout supply piping is 
about 300 ft. long and is of five-play 14-in. hose with couplings 
of the Westinghouse brake train-pipe pattern. The grout injec 
tion and bull points are now driven by pneumatic hammers fed 
through up to 300 ft. of }?-in. air hose piping. A normal grout- 
ing gang consists of a foreman, machine operator, lorry driver, 
and from 7 to 20 gangmen. 

The bull points are first driven, 
extracted by a claw bar or pole 


the 


two was 


are 
set of 
with a of a 


and 


and, after they have been 
and chain, their places are 


Association of American Railroads 


N a later page of this issue is an article describing th 
constitution of the Association of American Railroads. It 


will be seen that the association keeps watch and ward over the 
its members in much the way as the Railway 
Association safeguards our railways. The activities 
body, however, far beyond the scrutiny of 
legislative measures and the consideration of the policy to be 
followed to proposals affecting the railways. The A.A.R 
permanent staff of over 800 engaged on several vitally 
important branches of work, such railway economics 
statistics, research and the interchange of freight wagons, 
all the complications of providing for the even flow of 
streams traffic and of handling wagon hire, demurrage 
repair matters. Again, the law department of the 
acts for member railways in a great variety of subjects where 
Government agencies are concerned. 

Mr. R. V. Fletcher, who has been Chief 
General Counsel 1934, has argued every one of the 
rate cases which have been before the Interstate Commerce Cc 
mission during the last ten years. Our article is based on 
evidence which he gave recently before a sub-committee of the 
Senate. Mr. Fletcher stated at the hearing that he felt keenly 
the public nature of railways, which had become so much a part 
of the financial structure of the United States that anything 
affecting the financial operation of railways made itself felt 
throughout the entire country. That explains why the A.A.R 
powerful factor in the business world and why its con- 
structive work is likely to great influence on the future 
development of transport. 

From Mr. Fletcher’s statement it would appear that the A.A.R. 


interests of same 
Companies 
of the American go 
as 
has a 
as and 
with 
main 
ot and 


association 


Legal Adviser & 
general 
m- 


since 


is a 
have a 


is invaluable as a means of linking the railways together, 
improving their methods and eliminating waste from _ their 


operations. It was therefore astonishing to hear that the Depart 
ment of Justice has instituted proceedings against the 
tion on the ground that its activities constitute a breach of the 


assoc ia- 


Anti-Trust Act. Under the Interstate Commerce Act the rail- 
ways are subject to very close regulation by the Interstate 


Commerce Commission and so stand on a different footing from 
ordinary industries. We hope, therefore, that the A.A.R. will 
have no difficulty in establishing its right to discharge the func- 
tions which it has carried out, with the full knowledge of the 
I.C.C., during the past eleven years. 
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December 22, 1944 


Post-War Recruitment of Civil Service and 
Railway Staff 


( N February 17 the Chancellor of the Exchequer made a 
House of Commons about recruitment for 
immediate post-war period. Sir John 
Anderson said that the number of established civil servants was 
290,000 in April, 1939. Of that number 70,000 were absent on 

ir service and 215,000 were still employed, though many of 
them were at or over the normal working age. After the war 
the complexity of organisation for many years would be greater 


statement in the 
the Civil Service in the 


than it was in 1939, and the Civil Service would have to be 
inforced by a steady flow of recruits of good educational stan 
lards. At first the main source of recruits should be from thx 
people who had gone straight into war service from school or 
iniversity and had missed the chance of competing for Civil 
Service posts. Generous treatment should be given to suitable 


candidates from the Forces and care should be taken to see 
that their war service did not place them at a disadvantage in 
itting for the competitive examinations which would be 
sumed at the earliest possible moment. The Government had 
referred the subject to the National Whitley Council with a 
equest that specific proposals should be submitted for carrying 


matters forward. 

rhe official and the staff sides of the Council have been abl 
» agree a report dealing with three important grades of civil 
ervants— 


(a) clerical staff who enter ordinarily at the age of 16 to 17; 


(b) the executive class who enter at the ages of 18 and 19; 
and 

(c) the administrative class who are appointed at the ages 
of 20 to 24. 
rhe report has been approved by the Government and has 


been published in a White 
statement commending its 


Paper (Cmd. 6567) with a covering 
proposals to Parliament and to the 


public. As somewhat similar problems will arise on the railways 
it the end of the war, it may be useful to many readers to 
lave a summary of the arrangements suggested for these large 
ections of the Civil Service staff. 


RECONSTRUCTION COMPETITIONS 


The Council considers that the customary competitions for 
vacancies should be reopened as soon as practicable for young 
men and women who are of the prescribed ages for candidates. 
Sufficient recruits should be obtained from this source to fill 
vacancies which arise after the end of European hostilities in the 


normal course of events. In addition a large number of 
vacancies will have accrued during the war by wastage and the 
expansion of some existing services. These ‘‘ accrued vacan 


cies ”’ 


should be filled mainly by recruits who missed their oppor 


tunity of competing for the Civil Service because of the war. 
‘ Reconstruction competitions ’’ should therefore be started for 


these older people and should extend over a period of years, so 


is to give all men a chance of sitting as they are released from 
the Forces. For these candidates the normal age limits will be 
extended by five years, provided that the war ends in 1944, or 
by such longer period as the process of release entails in par 
ticular cases. Special arrangements will be made also for men 


ind women who are not more than a year over these higher 
ige limits and are still young enough to be trained for a new 
reer. 

Candidates will be required to possess the educational quali 
fications set out below :— 


(a) Clerical class.—Full-time education up to age 16 or the 
holding of a school certificate; 

(b) Executive class.—Full-time education up to age 17 o1 
the possession of a higher school certificate; 

(c) Administrative class.—A university degree with first or 
second class honours or full-time education up to age 18 with 


at least one year’s continuous full-time attendance at a 
university. 
The reconstruction competitions should consist of written 


examinations in general subjects, together with an interview for 


the executive and administrative classes. Ex-service men will 
be guaranteed one-half of the vacancies in the clerical grade, 


three-quarters in the 
will be given to 


class and 
consideration 


executive 
Similar 


two-thirds in the 
administrative class. 
women. 
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TEMPORARY CIVIL SERVANTS 

Any temporary civil servant, whatever his rank, who is within 
the age limits set out above, will have to take the appropriate 
examination in order to secure an established post. Exceptions, 
however, should be made in the case of older temporary civil 
servants who have shown outstanding executive or administra 
tive ability and of other temporary people who brought into the 
experience of particular value. 

temporary occupants of senior posts, who are 
should be retained and established. Provision 
made for the establishment of the pick of the 
officers in junior grades, who are over age and have 
allotting to them 15 per cent. of 
1 executive grades. 


service a special knowledge ot 
[he best of these 
willing to stay, 

should 
temporary 
it least two years’ 
the vacancies in the 


also be 


service, by 
basic clerical a’- 


PROMOTION OF ESTABI’*SHED CIVIL SERVANTS 


the war an establishea civil servant could transfer from 
a higher by qualifying in the open competition 
when he two years older than candi 
He might also receive a straight promotion. 
third of the successes in the executive 
established civil servants, but few of 
attained by examination. The 
recommends that established civil servants 
reconstruction competitions provided 
‘ added 


Before 
. lower class to 
could take was 


from outside 


which he 
dates 
In practice 
open competition went to 


about one 
the administrative were 
report therefore 
should be eligible for the 
that they are within the prescribed age limits, plus two 


posts 


years.”’ As these men would seldom possess the educational 
qualifications required as a condition of entry for the recon- 
struction examinations, a fair number of vacancies would be 
illocated for a separate competition amongst them. The selec- 


tion of competitors would be made by the employing depart 
no officer who has received acting promotion to the 
outbreak of war should be 
through the limited 


ments and 


issistant principal grade since the 


confirmed in his unless he is selected 


post 


compe tition. 


STATEMENT BY THE GOVERNMENT 


Government connects this 
on the .training of civil 


In the prefatory statement the 
report on recruitment with the report 
servants which was reviewed in our June 16 Although 
the proposals for training have still to be worked out in detail, 
the Government accepts them in principle. It believes that the 
recruitment and training reports taken together will conduce to 
maintaining at the highest level of efficiency a service which 
must, under successive Governments, undertake tasks of growing 
difficulty variety in the years to come. Although the two 
reports cover the clerical, executive and administrative groups, 
which comprise the main stream of the the Government 


issue. 


and 


service, 
considers the ® professional, scientific and technical classes as 
equally important Departments employing specialists are 
formulating proposals for dealing with them on the principles 
recommended by the Council. The arrangements for securing to 
the public service qualified scientists, medical officers, lawyers, 
economists, statisticians, engineers, architects and surveyors 
differ from one profession to another, but progress is being made 
in framing proposals for recruitment. In this connection it is 
gratifying to that the Government has decided to retain in 
peacetime a central body of economists and statisticians such as 
has been set up in the Cabinet offices during the war. The need 
for a Central Statistics Office discussed in an article headed 
‘ Statistics ’’ which appeared in our issue of December 17, 1943. 
During the past twelve months many developments have 
strengthened the case for compiling and circulating promptly full 
about trade and commerce. We have repeatedly 
contrasted the dearth of transport statistics in Great Britain 
with the plenteous supply of figures accessible to all enquirers in 
the U.S.A. and we trust that, as one of the first steps in remedy- 
ing this state of affairs, the publication of railway returns will 
soon be resumed, of course with any modifications entailed by 


read 


Was 


information 


Government control. 


THe RatLway PosITION 


On the whole the problems which will beset the railway com 
panies during the post-war years seem likely to be less 
complicated than the troubles of the Civil Service. For one 


thing the conditions for entry into the railway service are simpler. 
The great bulk of the railway clerical staff joins the service 
straight from school at ages between 15 and 18, after passing 
a plain educational test and a medical examination. After serv- 
ing for a probationary period, a clerk is put through a straight- 
forward efficiency test and is then eligible for promotion on merit 
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to any post in the service. A limited number of young men from 


public schools and the universities is also selected by the main- 


line companies and the L.P.T.B. for special training in the 
traffic, accounting and technical departments. The training is 


strenuous and usually lasts for three years. On its completion, 
permanent appointments are given to men who have proved 
their suitability for railway work in its higher branches. Young 
men from the ordinary staff who have displayed energy and 


ability in carrying out their duties are also selected by examina- 
tion or interview for these of training. We 
understand that as a general rule these arrangements have been 
suspended during the war, but no doubt they will be resumed 
as soon as demobilisation begins on a large scale. 

[here will be many permanent vacancies, far can 
judged, after all the members of the managing and clerical staff, 
on Government service, have fitted into their old 
posts or into other positions of equivalent value. A large num 
ber of temporary clerks will have made good and probably will 
be retained, if they are not too old for membership of the super 

funds 
number of 


special courses 


so be 


as 


now been 


innuation Possibly the companies may see their way to 


recruit a ex-service men and women who are five or 
six years over the normal age of entrance, but in other respects 
are qualified to take up railway work. A separate problem will 
arise over the appointment of staff for special training, both 
from outside and inside the service. Many men who might have 
obtained in ordinary 
of a lifetime unless 
more the limits of 

to suit the peculiar conditions of 
We hope, that the 


railwaymen have distinguished 


circumstances will have 


the 


apprenticeships 
the 
by 


missed opportunity companies 


five or for candidates 


the 


increas¢ years 


age 


and selective tests 
the 
will try to help the older 


themselves in the Forces and appear to be keen and adaptable 


vary 


reconstruction period. too, companies 


who 


LETTERS TO THE EDITOR 


(The Editor is not vesponsible for the opinions of correspondents) 


. : . ™ 
Locomotive Driving by Contract 
12, Swinburne Road, 

Darlington. October 29 
lo EDITOR OF THE RAILWAY GAZETTE. 

Sir,—It was most interesting to read the articles in your 
of October 6 pages 323 and 327) on the subject of locomotive driving 
by contract Some years ago the en losed pay ticket was given to 
me by a pensioner who knew it would be of interest to me. 


THE 


issue 


The driver to whom the ticket refers was 
the pensioner’s father. It gives a general 
picture of conditions, hours worked, prices, 
and so on in the days of the Shildon Works 
Company (1873). This line was later incor- 


porated in the North Eastern Railway 
system. No. 22 
The cost of all stores, fuel, and even 
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Pay Ticket for 


December 22, 1944 


Any members of the wages grades, who have risen to comn 
sioned rank, would appear to deserve special consideration. \\ 
believe that something was done for a number of men in thes: 


categories after the last war and any exceptional treatny 
accorded to a few individuals could hardly prejudice 
prospects of staff who had perforce to remain in their raily 


posts during the war. 

In our previous article on ‘‘ The Training of Civil Servant 
we explained the system of education developed by the raily 
companies in peacetime, and from time to time during the war 
have described of the arrangements 
tuition which have been inaugurated to meet emergency ne: 
Some of the latter schemes may prove of great utility during ¢! 
period of transition from war conditions to peacetime habit 
The machinery will be at hand for providing refresher cours 
for men and women from Government service 
is for initiating raw recruits into the elements of operating and 
comercial business. There will demand for instructi 
in advanced subjects, such as railway economics, operating, la 
ind geography, from men whose studies were interrupted 
the war and the companies, feel sure, will co-operate w 
the universities in restarting the courses of lectures which were 
delivered to large audiences in London and many province 


years we also some 


released 


as W 


also be a 


we 


centres in pre-war days. The educational scheme of the Inst 
tute of Transport, too, will be available at the end of the w 
for railwaymen who enrol as students or graduates. So far as 


we can judge, there will be no lack of educational facilities to 
supplement the practical experience which the staff gain from 
performing a variety of departmental work. We therefore look 


forward with tonfidence to the railways handling their recruiting 


ind training problems to such good effect, when once peace 
comes, that they will have little difficulty in filling the gaps 


imongst their staff caused by the greatest of all wars. 


lo the total wages due, arrived at by this method, was added 
a premium for economy, being half the saving between the rate 
fixed for working the traffic and the actual cost thereof. Phe 
reverse side of the form contains the standard costs of stores and 
tools, and fuel used. Coke taken at 10s. 6d., and coals at 
7s. 6d. a ton. Among many other items of interest were fine oil 
at Is. a quart; common oil at 3s. a gallon; grease at 3d. a Ib.; 
waste at 3d. a lb.; headlamps at 40s.; tail lamps at 25s.; hand 
lamps at 12s.; common glasses for tail lamps at 6d.; and glasses 
for handlamps at 3d. Incidentally, some notes on the activities 
of the Shildon Works Company, of which little information has 
survived, should prove of interest.—Eb., R.G. 
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the earnings of the locomotive in such a 
way as to reduce by this amount the a Se 
man’s wages The actual wages paid in snmeene’t a ait SUNDRIES not paid by a Tonnage Rate. AMOUNT. 
, . i CH / NS. | NTR $ 
a month totalled £14 4s. 10d.; this figure, IN CHALDRON WAG | 
I gather, included the fireman’s propor ee aa Tons over a Mile Rate | ‘ : 
tion. — - _— — cee 
I should appreciate the safe return of the |caun0 | West Giseni tiadiie ; 5 | 
tic ner a se op at a _ ad mn ea 2k dala 
consider oO! interest, anc pubDished same 1 ‘ y AZ 
you care to. |, Kast | | So.D&LRy | Gtlave ¥ , 7,” am @ a. 
’ r e . l 
Yours faithfully, | Coke, D.| | | 8 Tons Mincral Miies . ut 
, 4 ¥ | | ] 
a. W. TAYLOR | Lv.| | | Doncaster Passenger Miles at | 
We reproduce a portion of the interesting Vast | | Grosmsont | General Bjyerl Ye - 4 
document sent by our correspondent. The eo | hes olhr fas om ee 72 | £ 6 // 
lower part of the same page, which would pe i : | 
not reproduce satisfactorily, gives details of | | Deductivns fur returning without Loud........ | 





the time at work as follow: — — see 
Hours at 

General Mineral Trains, Excursion Trains, 

Goods Trains to K. Stephen, and places 

west of K. Stephen, and any Trains on 

the N.E. Railway other than the D’ton 

Section ... wt a dae . Ted. 
Goods Trains on the D’ton Section other 

than to K. Stephen and places west 

of K. Stephen ... ae sche oo 2 
Piloting or Shunting Trains 5d. 
Passenger Trains 63d. 


sy 





Deduct Working Expenses as per other mide 
| 





mI 32 \10\ 6. 


Net Earnings of Engine 








Portion of monthly pay ticket for locomotive drivers, issued by the Shildon Works 
Company in 1873 for haulage, principally on the Stockton & Darlington 
Railway, which had become a section of the North Eastern Railway in 1863 
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December 22, 1944 


Railway Statistics 100 Years Ago 


Burgess Hill, Sussex. 
November 24 
To THE EpiTor oF THE RAILWAy GAZETTE 

Sir,—Before January 1, 1913, when the Railway Companies 

\ccounts & Returns) Act, 1911, came into force, the statistical 
information presented with the half-yearly accounts by the railway 
companies, was not exhaustive. The 1911 Act required the railway 
returns to be divided into two parts, financial accounts and statistical 
returns. The war of 1914-18 saw suspended from publication much 
of the information required to be published by the Act. The 
informative matter provided by Part 2 of the 1911 Act was con- 
siderably in advance of that required by the Act it superseded, 
although the returns were then made half-yearly. 

The 1840 Act for the Regulation of Railways required information 
in more detail that later Acts. The first part dealt with financial 
matters ; appendices were concerned with material more like that 
contained in the statistical returns of the 1911 Act. 

The London & Brighton Railway published statistics in greater 
detail than did several other railways. It also published an 
exhaustive analysis of the traffic over the railway between Brighton 
and Shoreham. There is no indication as to whether this analysis 
was required by the Act, or if the London & Brighton Railway 
provided it for purposes of its own; the contemporary returns of 
other railways that I have seen do not give detailed information 
of this kind. But in these cases the returns were those issued by 
the railways to the press and therefore the companies may not have 
considered it necessary to insert the information in the newspapers. 
The detailed particulars that follow are for the Shoreham branch 
from Brighton, but similar particulars were given for the main 
line. 


Amount and mileage of passenger traffic on the Shoreham branch, half 
ear ended December 28, 1844. 

Amounts. First class, fast trains, £139 Ils.; mixed trains, £1,062 19s 
Second class, £975 7s. 6d. Third class and cheap trains, £1,691 6s. 11d. 
lotal, £3,869 3s. 5d. 

Number of passengers. First class, fast trains, 2,791; mixed trains, 
21,261. Second class, 26,017. Third class and cheap trains, 67,717. 
lotal, 117,786. 

Miles traversed. First class, fast trains, 16,746 ; 
Second class, 153,0414. 
680,229}, 


mixed trains, 123,9964. 
rhird class and cheap trains, 386,4454. Total, 


Average number of passengers per day. First chass, fast trains, 15-3; 


mixed trains, 116-8. Second class, 143. Third class and cheap trains, 
372-1. Total, 647-2. 
Average number of passengers per train: First class, fast trains, 0-9; 


mixed trains, 0-7. Second class, 8:2. Third class and cheap trains, 
21-3 Fotal, 31. 

number of miles travelled by each passenger. 
mixed trains, 5-8. Second class, 5-9 
Total average, 5-8. 


\verage 
ist trains, 6 ; 


trains, 9°/. 


First class, 
Third class and cheap 
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Equal to the undermentioned number of passengers travelling the 
whole distance daily. (Average number of miles travelled per passenger). 
First class, fast trains, 15-3; mixed trains, 112-9. Second class, 140-6. 
Third class and cheap trains, 353-4. Total, 622-2. 

Ratio that miles travelled per passenger bear to the whole distance of 
6 miles. First class, fast trains, 100; mixed trains, 96-7. Second class, 
98-3. Third class and cheap trains, 95. Total, 97. 

The reason for giving the statistics for the branch separately, 
I assume, is that the London & Brighton Railway was a provincial 
company ; the head office at first was at Brighton Station, and the 
local population would be interested in.the local traffic. 


.-] 


It will be seen that the first class mileage was for the whole 
distance—Brighton-Shoreham. One train had a through first class 
carriage from London. An advertisement stated that the branch 
train would not start until the through coach had been attached. 
This train, if it were really non-stop, was probably the through 
coach from London ; but Bradshaw states that all trains stopped at 
all stations. The fast trains were not a paying business, with the 
average number of passengers at 0-9 per train. Most of the passen- 
gers must have travelled the whole distance; of the daily average 
of 647-2, the combined length of journey was equal to 622-2 
travelling the whole distance of 6 miles. The intermediate stations 
of Hove, Portslade, Southwick, and Kingston scarcely could have 
paid expenses. 

The half-year’s accounts for the whole system for the six months, 
July-December, 1844, gave quite small amounts separately, which 
in railway balance sheets were usually lumped together, as miscel- 
laneous; 1,658 dogs were conveyed for £187 10s. 6d., and 2,607 
calves and smaller animals for £127 13s. 3d. Expenses in opposing 
General Railway Bill, £25; subscriptionto Brighton Race Cup, £25 ; 
floating breakwater at Brighton, £300; donations, etc., £9 4s. 2d. 

The ordinary expenditure of running the railway is given under 
13 headings, such as maintenance of way, locomotive power, 
superintendence, merchandise traffic charges, etc. Each of the 
13 contains many items; here are a few from “ Coach traffic 
charges ’’—card tickets, ticket boxes and printer, £113 15s. 8d., 
carriage washing, greasing and lamp cleaning, £662 9s. 6d., pumping 
and water supply, £47 5s. 4d. 

The locomotive expenditure is shown twice. The total of one 
is £10,442 8s. 1d., the other £1,919 11s. 2d. The items are identical. 
The major sum probably relates to the Brighton establishment 
and possibly those of the New Cross engine shed for the smaller 
item. On the other hand, the larger sum may represent the main 
line, and the smaller the Shoreham branch. 

Against each of the 13 divisions is placed a footnote. ‘‘ Ratio of 
expenditure to ordinary traffic.’’ This ratio for maintenance of 
way is £3 7s. 6d., for merchandise traffic charges {1 6s. 1ld., and 
for maintenance of wagons 4s. 2d. The total of the 13 is £65 9s. 1d. 

The ratio apparently is the proportion of working expenses to 
£100 of receipts 

Yours faithfully, 


G. A. SEKON 





Publications Received 


The History of the Lebanon Valley 


Railroad. By Ralph S. Shay. Lebanon, 
Pa.: Lebanon County Historical Society. 
9 in. x 6 in 104 pp. Price $1.—The 


preservation of intimate and local historical 
material, duly annotated, is a work which 
must necessarily constitute a labour of love 
that can scarcely hope to result in financial 
justification. This applies particularly in 
such a widespread country as the U.S.A., 
where enthusiasm for local details must 
decrease with distance from the locality. 
It is therefore particularly pleasant to find 
that there are such organisations as the 
Lebanon County Historical Society to deal 
with particular districts, and that they 
often deal with railway history in their 
Proceedings, unlike comparable bodies in 
Great Britain, which have a tendency to 
exclude events of the past century or so as 
unworthy of their notice. This booklet is a 
reprinted excerpt of a Paper read on April 
17, 1942, and still bears the original folios 
289-390) of the Proceedings of the Society. 
It is admirably produced ; well annotated ; 
contains an excellent bibliography; and 
is presented in interesting fashion. The 
railway resulted in the growth of Lebanon 
as a city of industrial and manufacturing 
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importance, and facilitated the working of 
the Cornwall ore mines. These benefits 
are shown by increase in population, value 
of land, wages of labour and the demand for 
the latter, demand for the products of the 
valley, and the establishment of new 
businesses within the limits of the County. 
Such a story is of more than local interest 
in providing a tangible example of the in- 
estimable value of railways to a community. 


Drying Paints by Radiant Heat.— 
A booklet which explains briefly but 
clearly the principles involved in the 
application of radiant heat to  spray- 
painted components in stoving ovens, has 
been issued by Imperial Chemical In- 
dustries Limited. The term “radiant 
heat’ in paint stoving language is often 
confused with the more academic term 
“infra-red radiation,’’ used to emphasise 
the mode of propagation and position of 
light rays in the spectrum. Stoving by 
the orthodox convection-oven method often 
has proved a bottleneck in a promising 
production flow because of the time lag 
involved. This delay has been overcome 
by the application of radiant-heat methods 
of drying which have not only speeded up 
the stoving time, but have also resulted 
in producing better finishes. The booklet 
deals with heat-transfer by the radiant- 


heat process, effects of heat on paint, 
stoving methods and the absorption of 
heat by painted surfaces. Useful informa- 
tion is also given on radiant-heating equip- 
ment, including the I.C.I. high-intensity 
stoving system (which uses a flux density 
of 100 watt per sq. in. and is far in excess 
of any previously used for the purpose), 
internal heaters and reflectors, sizes and 
shapes of articles to be stoved, cooling 
methods, and general procedure to be 
adopted for economical operation, effi- 
ciency and maintenance. 


Drivers Handbook for Perkins P6 
Type Vehicular Diesel Engines. By 
H. Scott Hall. Published by F. Perkins 
Limited. Peterborough. 4 in. x 64 in. 
48 pp.—This handbook has been published 
as a supplement to the illustrated instruc- 
tions manual which was prepared more 
for the use of engineers and mechanics. A 
number of pages cover lubricating-oil filters 
of various makes, and fuel-oil filters, with 
instructions on keeping them clean. The 
information given is sufficient for a driver 
to maintain his engine and chassis in good 
running order, and does not include repairs 
which should be done by the mainten- 


ance staff. This handbook is free to 
users of Perkins engines on application 
to F. Perkins Limited, Peterborough. 
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\ dining car steward on the Seaboard he a / \| 
Air Line of the United States believes 7 8 ff if / \\ 
that he has achfeved a record. A special Ky = / - 


train was run for a party of U.S. sailors VA ; 
th, a ee eee OL 


from Atlanta, Georgia, to Portsmouth, y 
Virginia, and two dining cars’ were GET CE 4 aie Yasfaon} 
assigned, but one had to be detached from =. Sem Baa 
the train at Athens, soon after starting, 
because of a defect. With a crew of four 
cooks and_ six waiters, therefore, this 
steward shouldered the task of serving 578 
men, in a 48-seater car, with three com 
plete meals apiece, or a total of 1,734 
meals in the day. 





* * . 
Housrt FLAGS FOR GOVERNMENT OFFICES 


\ nice, personal, friendly touch about 


those talks after the one o'clock news 
vesterday,’’ said the Red Queen warmly. 

Captain Crookshank all about Christ 
mas, the Post Office, and himself, and 





Mr. Alexander Werth all about his reac 
tions to General de Gaulle’s mission to 
Moscow. A nice cosy intimate sort of 
itmosphere, I thought.’’ 
‘‘ Does it matter? ’’ asked Alice with- K Z 7 ’ " 
sate eep mov g. oe— Ss res 
out much enthusiasm. Pp movin Joe—them’s oil boxes 


‘Of course it matters,’’ said the Red 
[here’s nothing like of Trade or the Ministry of Education? ’’ train jumped the track, became uncoupled 








Queen heartily 


the personal touch for bringing reality “Don’t be silly,’’ said the Red at both ends, and fell into the neighbour 
into otherwise _ bare ind unembellished Queen ‘“ This is a flag specially devised ing Cross Creek. By the severance of the 
news values.’’ for a great national movement concerned brake hosepipe, the rear portion of the 
I can get all the reality I want,’’ with raising money for the country’s un- train, none of which had been derailed, 

explained Alic« ‘just by thinking about remitting war effort.’’ came to a stand; the front portion, also 
the war and the men who are actually ‘“ Well, in that case,’’ suggested Alice, intact and all on the rails, rolled on for 
fighting it in this worst of all possible ‘‘ the income tax people certainly ought about 2 miles before stopping. The train 
weathers.’ to have a flag of their own as well.’’ crew then decided to back, in order to 

‘Surely that’s rather a narrow view to ‘““You may be right .there, child,’’ retrieve the rear end of the train; having 
take protested the Red Queen idmitted the Red Queen thoughtfully. found it, they coupled up and proceeded, 

‘‘ Well, it’s wide enough to comprehend ‘‘ What sort of a design would you not realising that they had lost one of the 
ill England and everything that England suggest? ”’ wagons. It was first spotted by the fire 
stands for,’’ said Alice “* And that will ‘Elementary, my dear Watson! ’’ said man of a westbound light engine. 
do to be going on with As far as I’m Alice blandly “The Jolly Roger, of ‘ m oa 
concerned personal touches can stand over course, surmounted by P.A.Y.E. in the 
until peace returns.’ largest red letters possible From ‘‘ The TAILPIECE 

‘““No,’’ declared the Red Queen. ‘‘ We Manchester Guardian.” (Extra trains will not run this Christma 
vant a touch-of colour as well. Isn’t that . * * The sixth war Christmas, like the rest, 
the Bagh ee own uaa Wacon Tat No OnE Missep ; aa ae shee a eee —- 

‘What about it?’ inquired Alice rhe loss from a freight train of a tank ps pani ath iss : I 

i 1 : ; ; To meet a Yuletide exodus 
Well,”’ explained the Red Queen wagon which sone of the tain stall And all who can should still maintain 
. missed was a remarkable feature of a : . : ; ‘ . 


ifter the idea had been approved by : . d T aoe aaliaaiaall 
PI recent accident on the Pennsylvania Rail his once again 


} eur he on id } Tr 2 F a 
a I + wart é ea geval ( pe . ee . os road of the U.S.A ; At two o'clock in The status auo and not complain. 

duced a design which was submitted to the morning, near Fairplay, West Vir The sixth war Christmas finds us bright 
the King and approved by him; and now ginia, this bogie wagon of an eastbound With visions of the end in sight, 

the King has presented the complete flag But still by rail, road, air we send 

to Lord Kindersley for us¢ by the The men, the guns to speed the end. 
National Savings movement Isn't that So be content in that good cause, 


This Yuletide pause, 
To share a sledge with Santa Claus. 


i nice idea 
‘Very,’ said Alice ‘* And now what 
ywwn for the Board 


ibout a flag of their 





‘ Although comfortable enough, there is little sociability in a first-class carriage on a railway ; everybody seems to have an idea that he is the only 

one who is really entitled, by payment and position, to a seat therein, and so is afraid of compromising his dignity by speaking. . . Your regular 

second-class travellers are deep fellows. They come early to get a back seat. . . They watch the weather-cocks, too, and if it be warm weather are 

chatty. . . But in cold weather the second-class travellers talk but little. The rattling pig-pens upon wheels, misnamed third-class carriages 

(before the late alterations), were despicable affairs, with the wonderful property of always meeting the rain in whatever quarter the wind might be 
They were a species of horizontal shower-bath, from whose searching power there was no escape.” 


blowing. - 
From “* The Illustrated London News” of December 7, 1844 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


SOUTH AFRICA 


Railwaymen in the Army 

Brigadier C. M. Hoffe, General Manager 
of the South African Railways & Harbours, 
addressed the Germiston Rotary Club 
recently on the subject of his visit to the 
Middle East, when he covered 15,000 miles 
in 50 days, and saw railwaymen under active 
service conditions. He said that there were 
9,000 railwaymen in the Army. Some had 
gone as far afield as the Turkish border. 
Seven hundred men had been captured at 
lobruk, but some of those were ceming 
back to the Union from Switzerland. He 
added that the railwaymen had a wonderful 
reputation for their efficiency right through 
Syria, Palestine and Lebanon. 


UNITED STATES 


Advertising in Grand Central Terminal 

In the main concourse and lower level 
of the Grand Central Terminal in New York, 
advertising display signs of a new type have 
en installed, each about 9 ft. wide and 
ft. high [he signs are sculptured in 
heavy relief, to a depth of 12 in., and with 
suitable illumination an arresting three- 
dimensional effect is obtained. Some of the 
designs are animated to some extent by 
changing-light effects, but care has been 
taken to avoid the use of any gaudy or 
quick-flashing effects Illuminated bas-relief 
advertising of a somewhat similar type has 
been installed for some time in the main-line 
booking-hall at Kings Cross, London, 
L.N.E.R 

The Grand Central is one of the first of 
the great terminal stations in the United 
States to permit outside advertising ; but 
the New York Central System and the New 
York, New Haven & Hartford Railroad, 
the trains of which use the station, always 
have insisted that all advertising signs 
must be approved by the station architects, 
so that a sufficiently high standard may be 
maintained. 


ys 
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Miscellaneous Improvement Schemes 

The Pennsylvania Railroad plans to 
improve and enlarge its extensive Sunny- 
side passenger carriage yards on Long 
Island. Additional tracks will be laid; 
and repair facilities, at present sufficient 
for about 6,200 vehicles a year, are to be 
extended. 

Improvements to locomotive facilities 
include provision of a new diesel main- 
tenance shop for the Northern Pacific 
Railway at Auburn, near Seattle, at a cost 
of $400,000. New diesel maintenance and 
repair shops have been authorised by the 
Southern Railway System at Alexandria, 
Virginia, at an estimated cost of $298,000, 
and by the Atchison, Topeka & Santa Fe 
Railway System at Barstow, California. 
The Chicago, Rock Island & Pacific Rail- 
way has placed a contract for a new loco- 
motive depot at Cedar Rapids, Iowa, with 
twelve 115-ft. stalls, to cost $110,000. 


Station Reconstructions 

Station-improvement schemes include one 
for a new passenger station for the Northern 
Pacific Railway at Billings, Montana, with 
concrete platforms, rearrangement of tracks, 
and floodlighting, to cost in all $170,000; 
and reconstruction by the Louisville & 
Nashville Railroad of its passenger station 
at Milan, Tennessee, at a cost of some 
$56,000. A new passenger station at 
Helper, Utah, will form part of an extensive 
Denver & Rio Grande Western Railroad 
scheme at that place, to include additional 


tracks, coaling and watering facilities, a 
new water-treatment plant, and extension 
of the yard control system. The same com- 
pany is improving its marshalling-yard 
facilities at Roper, Utah, outside Salt Lake 


" BRAZIL 


Joint Station for Nictheroy 

The building of a new terminal station 
at Nictheroy, capable of accommodating 
the service of the Leopoldina Railway and 
the Marica Railway together, has been 
under consideration since 1942. It is now 
the intention of the State of Rio de Janeiro 
to build the joint station at a point some- 
what removed from the existing station at 
the crossing of the Avenida Jansen de Mello 
and the Rua Benjamin Constant, and to 
convert the latter station building into a 
customs house and offices for the port 


authorities. 
CHILE 


Locally-Built Steel Passenger Stock 
The first four steel third-class passenger 
railway carriages built in the Valparaiso 
shops of the Chilean State Railways were 
delivered in September. F 
Proposed Electrification 
The State Railways Administration is 
proposing to proceed with the electrification 
of the line between Santiago and the 
southern city of Talca. In The Railway 
Gazette of May 5 last it was recorded that 
tenders had been sought for the electrical 
equipment of this line and of the Santiago- 
Cartagena and Santiago-Talagante. 


BOLIVIA. 


Corumba-Santa Cruz Railway 

Of the railway which is under construc- 
tion between Corumba (just over the 
Brazilian border) and Santa Cruz (to form 
part of the transcontinental railway route 
from Santos, Brazil, to Arica, Chile), some 
170 km. (106 miles) of track are now laid 
and opened for traffic westward from 
Corumba. The commission in charge of 
the work has at its disposal some 220 goods 
wagons, 12 locomotives, two inspection 
coaches, two passenger coaches and 20 rail 
motor cars Further progress is_ being 
hindered by the shortage of rails and other 
equipment. The transcontinental route 
may be seen from the maps published in 
The Railway Gazette of December 24, 1943, 
and of January 7, 1944 


CEYLON 


Railway Clerical Service 

About forty officers drawing the maxi- 
mum salary in class II of the Railway 
Clerical Service are to be promoted to 
class I; and a proportionate number of 
officers at the top of class III are to be 
promoted to class II (see also The Railway 
Gazette of September 15 last) 

Post-War Transport Proposals 

The unification of the control of all 
internal transport in Ceylon by the placing 
of railway and other forms of transport 
under the authority of one minister, the 
creation of a transport board for all com- 
mercial transport, and the inauguration of 
a transport system in Colombo operated by 
a single undertaking of large resources are 
recommended by Mr. S. W. Nelson, Director 
of Transport, in a memorandum on the 
post-war development of transport in the 
island. He states that these recommenda- 
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tions represent the minimum requirements 
for the effective control and co-operation of 
Ceylon’s internal transport. 

Mr. Nelson recommends the overhauling 
and modernising of the road-traffic laws so 
as to provide for adequate powers of control 
and enforcement, with a view to the im- 
provement of such road services as are 
required and the prevention of wasteful and 
uneconomic competition between the two 
main forms of transport. He also suggests 
that, either by a transfer of functions or by 
the creation of a separate ministry, responsi- 
bility to the State Council for all forms of 
internal transport, and for the construction 
of roads, should rest with one minister. At 
present, the railway is under the Minister of 
Communications & Works, and motor 
transport under the Minister of Local 
Administration. 

In respect of the creation of a single trans- 
port undertaking, with large resources, for 
Colombo, Mr. Nelson proposes that this 
should comprise the tram and bus services 
and possibly include the suburban railway 
services. The formation of a transport 
trust might well be considered, he states, 
the ground having been prepared already 
by the amalgamation of individual bus 
owners into limited-liability companies. 
No more licences for new city or suburban 
bus services should be granted to individuals 
or small groups. 


Proposed Transport Board 

In connection with the creation of a 
board for all commercial transport, Mr. 
Nelson states that this should consist of 
the General Manager of Railways; the 
Chief Registrar of Vehicles, who would 
represent road interests ; and a whole-time 
paid chairman who should be an officer of 
high standing. Although the management 
of the railway would continue to be in the 
hands of the General Manager of Railways, 
the board would advise the minister respon- 
sible for transport on all questions of major 
policy affecting internal transport. It 
would deal, for instance, with such questions 
as railway rates ; railway operation of road 
collection-and-delivery services either 
directly or by contract; development of 
suburban services ; substitution of road for 
rail services ; closing of stations ; provision 
of railway halts or stations; and use of 
pieces of railway property as bus termini. 
It would deal also with the organisation and 
development of the island’s inland water- 
ways and coastwise shipping, with a view 
to their use to the best advantage in rela- 
tion to rail and road services. 

The board would determine all applica- 
tions for licences to operate bus or lorry 
services, and would be responsible for the 
enforcement of licence conditions and 
generally for the smooth functioning of 
transport. It would decide on applications 
purely on transport principles and in 
accordance with a pre-determined policy 
approved by the responsible minister. 

Mr. Nelson pleads for a new outlook on 
the problem. Transport must be recog- 
nised by the authorities as a public utility to 
be brought up to the highest standard for 
the service of the community, and not as an 
opportunity for any individual who can 
obtain enough money to pay the deposit on 
a new or second-hand motor vehicle. Rail- 
way and road transport should not be con- 
sidered antagonistic, states Mr. Nelson, but 
as complementary. Each has certain 
advantages over the other; and the aim 
must be so to plan the island’s transport 
system that the best of both is made avail- 
able for the community, for example, 
advantage should be taken of the railway’s 
capacity for dealing with long-distance 
traffic in bulk, and of the road’s greater 
flexibility and its suitability for local traffic, 
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The Relationship Between Smokebox and Boiler 
Proportions* 


Some basic considerations developed from first principles, for 


application to the design 


of 


smokeboxes, enumerated by 


Mr. D. W. Sanford, B.A., M.I.Loco.E. 


HIS is an attempt to find a rational 
relationship between the proportions 
of the chimney and blast pipe on the one 
hand, and the boiler proportions on the 
other. The two functions of the blast pipe 
and chimney can best be investigated 
separately. These are: 
(i) To eject to the atmosphere all the 
products of combustion which have to be 
produced to develop a certain amount of 


power 
(ii) To create sufficient vacuum in the 
smokebox to draw the necessary amount 


of gas through the grate and tubes 

Suppose that each 1 lb. of coal burnt 
produces « lb. of steam, and that each 1 Ib 
of steam occupies V, cu. ft. at the tempera- 
ture at which it is discharged from the 
blast pipe orifice. Suppose also that each 
1 lb. of coal burnt produces f lb. of gas and 
that this occupies V, cu. ft. at the tempera- 
ture at which this leaves the tubes. Let 
\, be the area of the blast-pipe orifice in 
sq.’ ft. and A, the area of the chimney 
choke Then, assuming that no momen 
tum is lost, from first principles the follow- 
ing relationship is developed : 


Ay a +- BL ' B | 
Xp x L av, 
Taking as typical values a 7°5, 8 15-8 
V; 28, Va 26, 
\, 23-3 15-8 26 
rl) + az 9-18. 
b fs 7°35 28 





Hence, chimney dia 9-18 = 3-03 times 
blast-pipe dia., which agrees pretty closely 
with actual practice. It will be noted that 
if the gas produced per 1 Ib. of coal is 
increased, as by admitting more 
the ratio A,/A, will be increased 

If the smokebox vacuum is neglected, 
it is obviously an advantage to make the 
chimney diameter as large as possible, as 
this the blast pipe to be corre- 
spondingly large, resulting in a reduced 
back-pressure. The larger the chimney, 
the less is the work thrown away as kinetic 
energy in the escaping and steam 
There are practical difficulties in a large 
chimney area, as it is necessary to preserve 
a certain geometrical relationship be‘ween 
the diameter of the chimney and the vertical 
distance between the top of the blast pipe 
and the top of the chimney, and obviously 
the chimney top must be within the loading 
gauge, and the blast pipe top must be a 
reasonable height above the floor of the 
smokebox to prevent it being buried in 
ashes. A very large chimney area is attain- 
able, without incurring these difficulties, 
by the use of a double or treble chimney 
and blast pipe. 

The upper limit to the chimney area is 
governed solely by the necessity for pro- 
ducing an adequate vacuum in the smoke- 
box, as the maximum vacuum that can be 
produced depends on the velocity of the 
mixture passing up the chimney. As the 
gases pass up the chimney from the lower 
pressure in the smokebox to the higher 
pressure of the atmosphere, they are com- 
pressed adiabatically, and the velocity is 
converted to pressure. For the ideal case 


excess alr, 


allows 


gases 


* Abstract of a paper read before the Institution 
of Locomotive Engineers on November 30, 1944 


of frictionless flow and uniform velocity 


Um, the relationship is given by :— 


2en 1 : 
Uy? = —— (D = — DAP, V3. 
n—1 
Here v,, is the velocity of mixture at base 
of chimney; 1:5; g = 32-2 ft. per 
sec. per sec.; and D P,/P,, where P, 


and P, are respectively the atmospheric and 
the smokebox pressures in Ib. per sq. ft. 
absolute, and V, is the specific volume of 
the mixture at pressure P, 

Below is a graph obtained by the use of 
the above formula with V, at a figure 


December 22, 1944 


In the appendix to the paper is given a 
metho for determining the ‘‘ resistan 
of a boiler. If R be the resistance, S t 
smokebox vacuum, and Q the number 
cubic feet of gas per second, 


Then ‘Ss 


( . 2R2 
\ IR, or S = GFR 


This is the equation for the vacuum obtai 
able. As it is desired to use as larg: 
chimney as possible, it is also desirable 
reduce S to the minimum acceptable figu: 
But S must not beless than Q*R? and t! 
limiting condition is that 


K oa R 
m. O?R2 
‘a2 S 
Henee 
= 
\ < 
: R 


This leads to the interesting fact that t 
area of the chimney should be inversely pri 
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VACUUM IN INCHES OF WATER-S 


Theoretical vacuum for any given velocity 


corresponding to a temperature of 500° F. 
Unfortunately, this curve is of no direct 
use, as it assumes uniform velocity. In 
practice, the velocity is considerably 
greater at the centre of the jet than it is at 
the sides ; there is also the effect of friction 
and eddies, and the blast is pulsating and 
not steady. Hence, the velocity needed to 
produce the required vacuum exceeds that 
shown in the ideal curve. Any better use 
of the high velocity in the centre of the 
jet improves the effect ; therefore double 
chimneys, “K.C.”’ blast pipes, or the 
Adams vortex to improve the efficiency by 
yielding a higher vacuum for mean velocity 
are to be commended 
Now if the curve in the graph is examined, 
and if the smokebox vacuum is denoted 
by S, it is seen that the curve is a close 
approximation to that given by S Np? 
where A is a constant. If QO be the number 
of cubic feet of products of combustion 
which have to be abstracted 
Q? 


per second, it can be shown that S K nN - 


where K is a constant, the value of which 
can be estimated from first principles. This 
is the equation for the vacuum obtainable. 
Having got an expression for the vacuum 
obtainable, an expression is needed for the 
vacuum required to pull QO cu. ft. of gas 
through the grate and tubes per second. 


portioned to the resistance of the boiler, o1 
proportional to the “‘ steaming capacity ”’ 

a condition which has not been observed 
generally in the past. Many large modern 
engines have been fitted with chimneys no 
larger than those of quite small engines with 
boilers of only half the capacity or double 
the resistance Recently, however, there 
has been a move in the right direction by 
fitting double chimneys or otherwise increas- 
ing the chimney area. 

The more efficient the engine is made the 
more important is it to improve the effici- 
ency of the blast arrangement. Conversely, 
the more efficient the blast arrangement the 
larger can be the area of the chimney and 
the dependent blast pipe orifice, which 
reduces the back pressure and thus still 
further improves the cylinder efficiency. 

It should be possible to determine whether 
an engine has been fitted with too large a 
chimney by the following method: Let a 
U-tube be fitted to the smokebox to indicate 
the vacuum therein. Now the vacuum in 
the smokebox will be given by one or the 
other of equations for S, whichever gives the 
lower value. If the engine is kept working 
at the same speed and cut-off (that is, if O 
is kept constant), and if the resistance of 
the boiler is increased by shutting the fire- 
door and almost entirely closing the damper, 
and if this results in an increase in the 

(Continued on page 631) 


+ aap: 


“NR 





KUM 


for 
sig 
pr 
me 
oti 
tri 
an 
po 
ud 
dit 
reg 
tra 
do 
ma 
qui 
bei 
| 
bec 
ma 
int 
bee 
sig 
am 
\ 
firs 
as] 
rey 
low 
the 
It 
sig 
pos 
me 
fro 
the 
COV 
bot 
sta’ 
stal 
stil 
nin 
WOI 
pos 
wre 
nin 


A 
call 
this 
twe 
rece 
by 
Mjé 
shor 
usiI 
reac 

1 
22-3 
fron 
ie 4 
fror 
aut! 
and 

4- 1 
tion 

and 
two 

are 

is a 

thre 

berg 

of 1 








SSE eS 





December 22, 1944 


THE RAILWAY GAZETTE 


Automatic Signalling, Swedish State Railways 


Automatic signalling is being extended. The signal aspects 
present interesting features 


GENERAL article describing signal 

ling practice on the Swedish State 
Railways appeared in The Railway 
Gazette for November 1, 1940. The im 
portant power-signalling installation at 
Gothenburg Station was described in our 
issue for September 1, 1933, and accounts 
f some of the work on the private rail- 
ways have also appeared in our columns. 

Practice may be said to be fairly uni- 
form throughout Sweden, although the 
sigipler stations met with on some of the 
private lines not call for the refine- 
ments considered necessary on the main 
State routes. The wide extension of elec 
tric traction on the single-phase system 
ind the ready availability of electric 
power have given a great impetus to the 
adoption of light signals. The severe con 
litions encountered in winter render the 
regulation and maintenance of mechanical 
transmissions, notwithstanding that the 
double-wire system is invariably used, a 
matter of difficulty, and conse- 
quently the change to power operation is 
being made wherever possible. 


do 


some 


Large numbers of distant signals have 
been changed to colour lights, using in 


many ¢ icetylene 
internal spectacle. Acetylene has long 
been used in for the mechanical 
signals, and for train tail and side lamps, 
ind other purposes. 

When the adoption of light signals was 


1ses 


light and a movable 


Sweden 


first considered the question of signal 
ispects generally was brought under 
review, as well as the advisability of fol 
lowing British and American practice in 
the matter of interlocked shunt signals. 
It was decided to adopt the colour-light 
ignal for running movements and _ the 
position-light dwarf signal for shunt move- 
ments, and this principle was applied 
from about 1925. Subsequently the use of 


the position-light signal was extended to 


cover starting signals at the outlet of 
both running roads and _= sidings in 
stations; only the home and advanced 


starting signals were colour-lights. Later 
still, when the practice of signalling run 
ning lines between stations for wrong-line 


working became regular practice, the 
position-light signal was adopted for 
wrong-line movements. (Left-hand run- 


ning is standard in Sweden). 
\ recent, installation, presenting practi- 


cally all the features now met with in 
this class of work in Sweden is that be 
tween Hallsberg and Orebro, described 


recently in the Nordisk Jdrnbanetidskrift 
by Herr C. Viksten, Station Inspector at 
Mjélby, and the accompanying diagram 
shows the principal features of the work, 
using symbols readily understood by 
readers in this country. 

The total length of line equipped is 
22-3 km. (about 14 miles) and extends 
from Hallsberg to Orebro South, in which 
is the power interlocking area worked 
from Orebro Central. The maximum 
1uthorised speed is 90 km.p.h. (56 m.p.h.) 
and the signals are arranged to allow of a 
4- to 5-min. headway. The block 
tions vary between 2-6 and 4 km. (2,843 
and 4,374 yd.). The station limits of the 
two stations met with, Kumla and Mosias, 
are 1,400 m. (about 1,530 yd.) long. There 


sec- 


is a siding in section at Sabylund and 
three halts, Sannahed, Narkes-Marie- 
berg and Adolfsberg. The entire section 
of route is track circuited. The use of 


single-phase traction makes d.c. track 
circuiting possible, provided certain pre 
cautions are taken. 

The signal aspects. employed in the 
installation under review, which are 
ty pical of those being used in all new work 
in Sweden, are as follow :— 


Ordinary Automatic Signals 
Red light. 
Flashing green light. 


Stop . 

Caution: next signal 
at danger 

Proceed ce Steady green light. 
(The advanced starting signal at a station 

also shows these aspects). 


Station Home Signals 

Red light. 

Steady green light over 
flashing green light. 

Steady green light over 


Stop “a 
Proceed on direct route 
and stop in station 
Run through on direct 


route flashing white light. 
Proceed on diverging Two or three steady 
route green lights, accord- 


ing to route. 
Distant Signals 


Caution: next signal Flashing green light. 


at stop 
Proceed: next signal Flashing white light. 
is off 
Ground Signals . 
Stop I'wo white lights, hori- 
zontally. 
Proceed Two white lights, ver- 


tically. 

In the case of outlet starting signals a third 
aspect is shown thus: 
Proceed ; advanced 

starting or wrong line 
section signal is at 
danger. (Also used 
generally through- 
out large station 
yards). 


[wo white lights, dia- 
gonally. 


rhe complete signalling of wrong-line 


movements, now standard practice in 
Sweden, operated in connection with 
‘direction levers’’ and _ time-element 


relays at the stations, is of particular in 
terest, and is considered a _ valuable 
facility, affording much saving of time 
when such movements have to be used. 
The arrangements set out on the dia 
gram will probably be clear, from the ex 
planations given above, but there are one 
or two features deserving mention. It 
will be noticed that one of the ordinary 
1utomatic signals, all marked S on the 
diagram, for trains approaching from Y, 


shows red and steady green only. This 
is because the home signal, A 1/?/%, of the 


station ahead, has its own distant signal. 
As a rule the intermediate automatic sig- 
nals have no separate distant signal; the 
signal in rear, in spite of the compara 
tively long block sections, is used to give 
a flashing green approach indication when 
‘stop ’’ is being shown. At braking dis- 
tance in rear there is a triangular warning 
sign, studded with reflector buttons 
(these signs are also provided in rear of 
the wrong-line signals). Where, however, 
local conditions make it advisable to 
instal a special distant signal in rear of 
an automatic signal there is no warning 
sign, and the signal in rear shows red and 
steady green only. On some sections 
where higher speeds are allowed the dis 


tant signal for a station has a steady 
yellow light which appears below the 


flashing white when the home signal in 
advance indicates that a diverging route 
is set up. This is not shown on the 
diagram. 
The marking of the station home sig- 
(Continued on page 624) 
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Swedish State Railways 


Typical layout of automatic and controlled signalling, 





624 


How the Association of American Railroads 


THE RAILWAY GAZETTE 


Works 


(By a correspondent) 


HE United States Senate does a great 
deal of its business through com- 
mittees, which are entrusted with 
enquiries into specific subjects. One im- 
portant committee deals with military 
affairs. It is a somewhat unwieldy body 
consisting of 17 members’ under the chair- 
manship of Senator R. R. Revynolds, 
North Carolina, and has appointed a sub- 
committee of 8 members, with Senator 
H. M. Kilgore, West Virginia, as Chair- 
man, to study how the national resources 
can be mobilised to the best advantage. 
In March last Mr. Kilgore advised Mr. 

J. J. Pelley, President, Association of 
American Railroads, that his sub-com- 


mittee was profoundly interested in the 
mobilisation for war of the scientific and 
technological resources of the States and 
in their potentialities for full develop- 


ment in the post-war period: it believed 
that there were tremendous opportunities 
for progress in the field of railway tech- 
nology and it invited the association to 
discuss the factors impeding progress in 
the past, current possibilities, and con- 
structive suggestions for the future. 

In response to this expansive request, 


the A.A.R. submitted a statement which 
filled 142 closely printed pages and on 
August 17 Mr. Rk. V. Fletcher, one of its 


Vice-Presidents, appeared before the sub- 
committee to open the for the rail- 
ways which had been criticised in certain 
quarters for being deficient in enterprise 


case 


and backward in research. Mr. Fletcher 
told the sub-committee that he was a 
lawyer with some 45 years’ experience at 
the Bar For about 22 years he had 


been connected with the Illinois Central at 


Chicago and for the past 11 years had 
been the responsible head of the law 
department of the A.A.R. He then pro- 


ceeded to explain the history, organisa- 
tion, and functioning of that association, 
with special reference to its relation to 
the member railways and its obligations 
in the matter of research. At a time 
when research and planning are_ so 
prominently in the “forefront in Great 
Britain, a summary of Mr. Fletcher’s 
remarks is given below in the hope that 
it may prove useful to many readers. 


The A.A.R. came into being in Octo- 
ber, 1934. It is not incorporated, or in 
other words, it is a voluntary body. 


Practically all the Class 1 railways of the 
United States, Canada, and Mexico are 
members. These railways operate 96 per 
cent. of the mileage of North America 
and handle about 99 per cent. of the 
traffic moving by rail. Each member 
railway has signified assent to the Plan of 
Organisation of the A.A.R. which com- 
mits the general supervision of its affairs 
to a board of 18 directors’ selected 
annually from the chief executives of the 
member railways—6 from Eastern, 7 from 
Western and 4 from Southern territory— 
with the President as Chairman. The 
board meets in regular session on the 
final Friday of each month, but a small 
executive committee of directors selected 
by the board can act with full powers at 
any time when an emergency arises. The 
board elects the officers of the A.A.R., 
who are the President; five Vice-Presi- 
dents, one of whom is General Counsel; 
Associate General Counsel; General Solici- 
tor; Secretary-Treasurer. Each Vice- 
President is in charge of one of the five 


departments established by the Associa- 
tion, to wit: — 
I.—Law, dealing with questions of 


legislation, action and 
policy. 

II.—Operations and maintenance, deal- 
ing with wagon supply, operating methods 
and equipment, signalling, telegraphs and 
telephones, maintenance and construction 
engineering, mechanical engineering, pur- 
chases and stores.* 

IlI.—Traffic, dealing with 
and freight commercial matters. 

IV.—Finance, accounting, taxation and 
valuation, handling all phases of these 
activities. 

V.—Planning & Research, conducting 
the analysis and study of transport opera- 
tions with: special attention to improve- 
ments in present methods and practices. 

After explaining the general set-up of 
the A.A.R., Mr. Fletcher emphasised that 
its powers were strictly limited—in fact 
any authority which it exerted was by 
reason of an express grant of power, bind- 
ing only on the railways that assented. 
“It cannot make a rate,’’ he continued; 
‘““it cannot make an order; it cannot pre- 
vent a railroad from adopting and follow- 
ing any operating practice which it may 
prefer. The association is in the nature 
of a general staff... . It furnishes a 
convenient ’ and, indeed, indispensable 
medium for the orderly and co-operative 
consideration of railroad problems of 
national significance. It depends in large 
degree for its usefulness upon the con- 
fidence which the members have in the 
intelligence, zeal and honesty of its 
officers.’’ ; 

One important piece of practical rail 
way work performed by the A.A.R. is the 
control of freight rolling stock. By far 
the greatest number of the association’s 
staff are in the Car Service Division, 
which has done much to further America’s 
war effort by keeping the supply of 
wagons fluid. An account of its functions 
Was givenin an editorial article on ‘‘ Wagon 
Distribution in the U.S.A.,’’ published in 
The Railway Gazette of November 24 
Another most efficient branch of ,the 
organisation is the Bureau of Railway 
Economics, which collects, analyses and 
disseminates statistical and other informa- 
tion bearing on railway problems. In theory 
the bureau is absorbed in the Planning & 
Research Department, but any study pre- 
pared by its Director, Dr. Julius H. 
Parmelee, may safely be considered as 


governmental 


passenger 


authoritative, and he invariably repre- 
sents the association at hearings where 
general statistical statements are pre- 
sented. 


Mr. Fletcher enlarged om the type of 
practical research which the railway com- 
panies staff performed in the ordinary 
course of their duties. He considered the 
work done by railwaymen in watching the 
behaviour of materials under stress, the 
working out of methods of construction 
and operation, or the reaction of the 
human element to policies and practices, 
as more productive in many cases than 
laboratory experiments. Many railways, 
however, have extensive laboratories 


where experimental studies are con- 
stantly going forward. The A.A.R. also 
carries on research through some 200 


technical committees. The work is super- 
vised by competent railway officers and 
provides full-time employment for 200 
members of the association’s staff. In 





*The work of the seven divisions forming the 
Operations & Maintenance Department was 
ae in our December 1, 1939, issue (pages 695 
and 1 
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addition to this current systematic r 
search, the board of directors decided in 
May, 1942, that a special enquiry wa 
desirable into probable post-war condi 
tions and post-war policies. The board 
authorised an expenditure of $300,000 o: 
the investigation and requested Mr 
Fletcher to take the matter in hand. The 
machinery which he devised for the pur 
pose was described in an article whic! 
appeared in our September 8 issue unde 
the title ‘‘ American Railway Research 
Arrangements.”’ 

Mr. Fletcher hopes that the 
this special post-war committee will b: 
brought to a conclusion by the end of 
1945. He is determined that its findings 
will not consist of vague and glittering 
generalities, but will be clear, concrete, 
definite and practical. Mr. Fletcher in 
formed the Senatorial, representatives that 
the work of the post-war committee ulti- 
mately might be taken over by a new 
department of the association, devoted 
exclusively to research, economic as well 
as technical. The railways, he added, 
were alert to their obligations and their 
opportunities. They had served the 
nation superbly in time of war. They 
would be equally efficient in time of peace 
and, to that end, no research activity 
would be overlooked, if there was any 
rational promise of improvement. 


work of 


Automatic Signalling, Swedish State 
Railways—(Concluded from page 623) 
nals, such as F 1/%, A 42/3, indicates which 
proceed aspects the signal can show. The 
routes covered by them are marked on the 
plan. Thus aspect A* means signal A 
showing three steady green lights, which 
is for a train to run in over the facing 
crossover to the opposite line in the 
station. The bottom lens unit used in 
this aspect is also made use of as a flash 
ing caution aspect, when aspect 4A! 
appears (one steady green light), the two 
together meaning that the direct route is 
set but that departure from the station is 
still prohibited. 
control is fitted to control the Sabylund 
siding and the existing mechanical crank- 
handle type lever frames, still used for 
working the points at the stations by 
double wires, are fitted with illuminated 
diagrams. Telephones are placed near all 
home, advanced starting and intermediate 
signals. If stopped at, such train crews 
after waiting 2 minutes, must telephone 
to the station in advance and ask for 
instructions, but if the telephone is out 
of order they must proceed under the 
caution rule. Three level crossings be- 
tween stations have automatic light or 
audible alarm signals and three others at 
Kumla have the usual Continental type 

lifting barriers. 


speech read at the 18th ordinary general 
meeting stated that the year under review 
had been an active one resulting in an in 
crease both in turnover and trading profit. 
The profit control or rebate agreement 
with the Minister of Aircraft Production 
had been in operation during the whole of 
the year, and its effect had again been to 
reduce the profits of the company to a 
figure below its standard profit, thus 
giving rise to a further claim for recovery 
of a small amount of excess profits tax. 
This agreement would expire, at the latest 
on December 31 next. The new form of 
the balance sheet was calculated to dis- 
close at a glance the salient features re 
quired to enable the financial position of 
the company to be assessed. 


Special locking with time - 
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A general description of this successful type 
used by the Allies 
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The Bailey Military Bridge 


of bridge as 





End-posts and pin joints between spans during construction 


EW items of military equipment have 


earned more unstinted praise from 
our commanders in the field 
Bailey bridge. Though it is not yet per 
missible to describe all its parts in detail, 
the following is a general description of 
them, of the bridge as a whole, and of its 
erection and uses, 

Its main girders are built up of light pre- 
welded standard and interchangeable pony- 
truss panels, each 10 ft. long and capable 
of being connected end-on to another 
similar panel, with only one steel pin re 
quired for each joint. A span of moder- 
ate length, having its main girders com- 
posed of two single rows of these panels 
will carry loads up to 20 tons In each 
completed 10-ft. length of such a bridge 
there are only 17 parts, and 9 other parts 
are used to make the foundation. The 
heaviest of these parts can be hand!ed by 
six men. There are two cross girders to 
each 10-ft. length, which rest on th 
bettom chords of the panels and are 
secured to them by simple clamps. Holes 
are cut in these cross girders to facilitate 
handling with carrying bars. Lateral 
stability of the main girders is provided 
by raker struts fixed diagonally from the 
top chords of the panels to the projecting 
ends of the cross girders. The stringer 
floor members are also in the form of pre- 
welded panels, each with three stringer 
members and are easily carried. 

This, however, is only the simplest form 
of the Bailey bridge, and, if heavier loads 
have to be carried or longer spans are re- 
quired, additional rows of truss panels can 
be used in duplicate, or even in triplicate, 
side by side, to form much more substan 
tial main girders. When used in duplicate 
the two rows are spaced slightly apart and 
secured with diagonal bracing. In tripli- 
cate, the third row of truss panels is fixed 
outside the duplicated panels and closely 
braced to the outer rows. 


than the 
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two rows side by side, ‘‘ Double-single ’’; 
two tiers of two rows, ‘‘ Double-double ’’; 
three tiers of three rows, ‘‘ Triple-triple.’’ 

A ‘‘triple-double ’’ bridge may be up 
to 170 “t. in length, and a “‘ triple-triple ”’ 
up to 300 ft. In multiple-tier spans, the 
tiers do not all necessarily extend the full 
length of the spans. One bridge built by 
the Army in Italy, for instance, has two 
tiers throughout the length of the span, 
but the third or top tier has a length 
equal to only about half the span and is 
used to reinforce the centre portion of the 
span where the bending moment is 
greatest. Vehicles weighing up to 70 tons 
are carried by this type of bridge. 

The roadway is normally (but not neces- 
sarily) carried on the lower chords of the 
bottom tier, as a through span. With a 
three-tier span, lateral stability can be 
secured by the provision of wind bracing 
between the tops of the main girders, as 
there is sufficient headway. 

rhe spans so far described are normally 
erected on rigid abutments or piers, but, 
if pontoons can be used to support inter- 
mediate points, lighter continuous (or 
semi-continuous) spans can be substituted. 
Actually, each Bailey span between two 
pontoons is pin-connected to the adjacent 
span at bottom chord level only, and 
special posts are used at the ends of the 
spans; the joints remain disconnected at 
the top. When the live load submerges 
the pontoon below a certain point, the 
ends of the top chords come together and 
form a continuous span, tending to relieve 
the pontoon of further additional loading, 
and to distribute it over several pontoons. 

Bailey bridges are generally erected in 
the first instances as ‘“‘ single-sing'e ’’ 
units, even if subsequently built up as 





A ‘triple-triple”’ 
overhead wind bracing. 
Trigo river in Italy in 36 hr. 


If still heavier loads or longer spans are 
required, additional rows of trusses can 
be superimposed on the original rows, so 
as to form two or even three tiers of truss 
panels. The trusses arranged one above 
another are secured together with bolts. 
These various combinations of trusses for 
each type of bridge are described as 


follow:—Single rows, ‘‘ Single-single ’’; 





span showing arrangement of panel trusses and 
This 300-ft. span was completed over the 


multiple-truss spans. The panels are 
pinned together on rollers, so as to form 
long girders, which can be pushed out 
across the gap to be spanned. The leading 
panels form a cantilever ‘‘ launching 
nose,’’ and, to counteract its tendency to 
sag, distance pieces or links can be in- 
serted temporarily between the lower 
chord knuckle joints and so lift the nose. 




























































626 


THE RAILWAY. GAZETTE 


22 


22, 1944 


December 





A pontoon-supported bridge consisting of two ** double-double’ 


° 


and a series of ** double-single”’ spans 


(possibly being built up to ‘‘ double-double”) under construction 


Counterweight sections are simultaneously 
added behind the launching rollers so as 
to balance the weight of the launching 
When the nose reaches the far side 


nose. 

of the gap it is received on other rollers 
sufficiently light in weight to have been 
carried across by men _ straddling the 
girders. The counterweight sections can 


then be detached and used to form part of 
the finished bridge. Each completed span 
is provided with adequate bearing plates 
under the usual type of end bearing. 

The Bailey bridge was designed by, and 
produced and periected under the super 
vision of, Mr. Donald C. Bailey, of the 
Ministry of Supply; the first example of it 
was tested experimentally in 1940. It has 
since been used with conspicuous success 


in the North African, Sicilian, and Italian 
campaigns, and more recently in north- 
western Europe. In Italy alone, two of 
these bridges were being buiit on an aver- 
age every day, towards the end of 1943. 
Perhaps the highest tribute paid to it 
is by the American Forces, who have 
adopted it as standard for their field 
bridging. The component parts, though 
fabricated in both Great Britain and the 
United States, are interchangeable. In 
addition to the rapidity with which it can 
be erected, it has great advantages, 
notably the ease with which it can be 
transported in lorries and man-handled. 
Though there may as yet be no official 
evidence available in support of this sur- 
mise, it seems reasonably certain that this 


type of bridge played an important part 
in the phenomenally rapid advance of, the 
Allies from Normandy to Belgium, for its 
uses are manifold. It can be used as an 
entirely new bridge, either low-level with 
or without pontoons, or high-level with 
standard military-type trestle piers. Or it 
can be launched across the gap formed by 
a ‘‘ blown ’’ arch, or between the piers of 
a demolished girder bridge, the size of 
span varying within reason and the overall 
length of bridge being almost unlimited. 
A 300-ft. gap was spanned within a 
period of 36 hr., so that even such formid 
able bridging requirements do not hold uj 


the advance of an army for any great 
length of time, and smaller spans are 
very quickly erected. 





A Bailey bridge being launched. 


Note the upturned end of the launching nose and counterweight trusses 
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RAILWAY NEWS 


PERSONAL 


The Treasury announces that Lord 
Swinton has intimated that, in view of his 
appointment as Minister for Civil Aviation, 
he feels unable to continue as Chairman of 
the United Kingdom Commercial Corpora- 
tion Limited and that Sir Francis Joseph, 
who has been Acting Chairman since June, 
1942, has accepted the Chairmanship. Sir 
Francis Joseph is a Director of the London 
Midland & Scottish Railway Company. 

The Minister of War Transport has 
ippointed Mr. W. G. Hynard to be his 
representative in Canada, in suc- 
cession to Mr. W. Guy Ropner, 
who is returning to the United 
Kingdom. 


Sir Llewellyn T. G. Soulsby has 
been elected a Director of Stothert 
& Pitt Limited. He is Managing 
Director of Mountstuart Dry Docks 
Limited. 


Mr. A. S. Woodgate has been 
appointed Chief Engineer to the 
North Western Road Car Co. Ltd. 
of Stockport, in succession to Mr. 
C. J. Brown, who has left to take 
up a similar appointment with the 
Western and Southern National 


Omnibus Companies at Exeter. 
Mr. Woodgate is at _ present 
Engineer to the East Midland 
Motor Services Limited. 

The undermentioned have 


been appointed Special Directors 
of Dorman, Long & Co. Ltd. :— 
Messrs. D. R. Brooks, Chief 
Agent in charge of the com- 
pany’s Durham collieries; R. A. 
Hacking, Controller of Produc- 


tion; E. T. Judge, Chief Tech- 
nical Engineer; A. MacLeod, 


Commercial Manager; and 
Millar, Treasurer. 


J. A. 


INDIAN RAILWAY STAFF 
CHANGES 

Mr. R. W. F. Butterfield, 
C.1.E., Financial Adviser & Chief 
Accounts Officer, B.B.C.I.R., 
was granted 21 months’ leave, 
preparatory to retirement, as 
from April 1. 

Mr. R. T. Collins has been 
confirmed as Deputy Chief 
Accounts Officer, B.B.C.I.R. 

Mr. S. D. Bamjee has been 
ippointed to officiate as Chief Engineer, 
2 .1.R. 

Mr. I. H. Lightowler has been ap- 
pointed to officiate as Controller of Stores, 
E.I.R. 

Mr. A. O. Evans, Chief Commercial 
Manager, E.I.R., was granted six months’ 
eave, preparatory to retirement, as from 
May 25. 

Mr. W. G. Latham has been appointed 
to officiate as Senior Deputy Genera] Man- 
uger, M.S.M.R. 

Major P. A. F. Cory has been ap- 
pointed to officiate as Junior Deputy 
General Manager, M.S.M.R. 

Flight-Lieutenant H. L.. W. Stevens, 
who had been officiating as Controller of 
Stores, M.S.M.R., has been confirmed 
permanently in that appointment. 

Mr. R. W. R. Rankin has been ap- 
pointed to officiate as Deputy Chief 
Engineer, M.S.M.R. 
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Mr. G. E. Cuffe, General Manager of the 
Bengal & Assam Railway, is returning to 
India shortly after a period of leave in 
England. The Bengal & Assam system 
was formed on January 1, 1942, when the 
Assam-Bengal Railway was acquired by the 
State and combined with the Eastern Bengal 
Railway (owned and operated by the State 
since 1884).. The mileage open of the Bengal 
& Assam Railway, according to the latest 
figures, comprises 898 miles on the 5 ft. 6 in. 
gauge ; 2,543 miles on the 3 ft. 33 in. gauge ; 
37 miles on the 2 ft. 6 in. gauge; and 32 
miles on the 2 ft. gauge. Mr. Cuffe has 
been General Manager since the end of last 








Mr. G. E. Cuffe 


General Manager, Bengal & Assam Railway, who is 


returning to India from leave 


year. He was educated at Marlborough, 
and at Jesus College, Cambridge, where he 
obtained the Honours B.A. in Engineering 
in 1914. He served with the Royal Engi- 
neers (Signals) in France from 1914-20; he 
attained the rank of Captain and was 
mentioned in dispatches. In 1920 Mr. Cuffe 
joined the former London & South Western 
Railway as a pupil, and gained varied and 
useful experience in the Traffic, Signal Engi- 
neer’s and Electrical Engineer’s Depart- 
ments. He went to India as Assistant 
Traffic Manager of the Dibru-Sadiya Rail- 
way (which is owned by the Assam Rail- 
ways & Trading Co. Ltd.) in 1923, and 
became Traffic Manager in 1924. In 1928 
he was appointed Agent & General Mana- 
ger in India of the Assam Railways & 
Trading Co. Ltd. In 1935 he was appointed 
Agent of the Assam-Bengal Railway, to 


which designation the title of General 
Manager later was added. Mr. Cuffe 


SECTION 


became General Manager of the Great In- 
dian Peninsula Railway in 1940, which 
position he held until appointed to his 
present post. Mr. Cuffe is President of the 
Indian Railway Conference Association 
for 1944-45. 


On account of pressure of other duties, 
Mr. Allan Miller has resigned from the 
board of the Brush Electrical Engineering 
Co. Ltd. 


Mr. W. L. E. Short, Manager of the 
Dumbarton Works of Babcock & Wilcox 
Limited, is retiring at the end of the year, 

and will be succeeded by Mr. 
W. P. Ross, at present Assistant 
Manager. 


The Irish Tourist Board has 
appointed Mr. Fintan Lawlor as 
Secretary. Mr. Lawlor has been 
Senior Engineer & Chief Inspec- 
tor to the Board, and he retains 
the latter position. 


Mr. D. A. Oliver, 
Director of William Jessop & 
Sons Ltd. and J. J. Saville & 
Co. Ltd., has been appointed 
also Director of Research to the 
Birmingham Small Arms group, 
of which those companies form 
part. 


Research 


The late Sir Joseph G. Brood- 
bank, who was a member, ap- 
pointed by the Board of Trade, 
of the Port of London Authority, 
and Chairman of the Dock & 
Warehouse Committee, from 
1909 until his retirement from 
the Authority in 1920, and Presi- 
dent of the Institute of Trans- 
port for 1923-24, left £51,695. 


Mr. A. H.C; Page, B.S. 
M.I.Loco.E., has resigned iis 
position as Chief Works Metal 
lurgist, Chief Mechanical & Elec- 
trical Engineer’s Department 
L.M.S.R., which he has held 
since 1935, to take up the ap- 
pointment of Technical Repre 
sentative of the Empire Rubber 
Company, Dunstable, covering 
the Birmingham and Coventry 
area. Mr. Page was awarded the 
Trevithick Prize of the Institu- 
tion of Locomotive Engineers in 
1938. 


INSTITUTION OF CIVIL ENGINEERS 
Among those recently transferred from 
associate membership to membership of 
the Institution of Civil Engineers are 
Messrs. W. H. Bundock, Way & Works 
Department, Buenos Ayres Great Southern 
Railway; M. A. Henry, Divisional Engi- 
neer, Neath, Great Western Railway ; and 
T. R. Tyagarajan, District Engineer, 

Madras & Southern Mahratta Railway. 





The following announcement appeared in 
the Supplement to The London Gazette of 
November 10, under the heading of Terri- 
torial Army—Royal Engineers : Engineer & 
Railway Staff Corps :— 

Major D. E. Cameron (62377) to be Major, 
November 9, 1944, with seniority, March 3, 
1943. 

In the Second Supplement to The London 
Gazette of November 7, under the heading 
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of Territorial \rmy Royal 
Engineers, it is announced that 
Major Cameron relinquishes his 
commission, on account of dis- 
ability, November 9, 1944, re- 
taining the rank of Major. 

Major Cameron is Dock Mech- 
anical Engineer, Swansea & Port 
Talbot, Great Western Railway. 


Sir Joshua Scholefie'd, K.C., 
has been elected Treasurer of the 
Middle Temple Sir Joshua 
Scholefield is Chairman of the 
Railway Assessment Authority. 





Mr. Norman Clark has been 
appointed to the boards of 
Darwins Limited, Andrews 
Toledo Limited, and the Wards- 


end Steel Co. Ltd. 


Mr. B. L. Curran, Acting Sec 
etary & Manager, County 
Donegal Railways Joint Com 


mitte who, as recorded in our 
October 13 issue. has been ap 
pointed Secretary & Manager 


born in 1897. He entered 


Was 

the service of the Midland Rail 
way, Northern Counties Com 
mittee (now L.M.S.R., N.C.C.), 
in 1913, from St. Malachy’s Col 
lege, Belfast, on appointment to 
the Accountant’s Office (Audit 


Section). He acted as Assistant 
Examiner in connection with 
compensation under the Irish 


Railways (Settlement of Claims) 


Act, 1921. In September, 1936, 
he was appointed by the 
L.M.S.R., nee:, to be 
Receipts Investigator in con 
nection with the transport 
pool arising from the Road 
& Railway Transport Act (Northern Ire- 
land), 1935. Mr. Curran transferred to 


the County Donegal Railways Joint Com- 
mittee in February, 1938, on _ being 
appointed Accountant; he was appointed 
Acting Secretary & Manager after the 
death of Mr. Henry Forbes in November, 
1943, and is now confirmed in that posi- 
tion. 





Mr. B. L. Curran 


Appointed Secretary & Manager, County Donegal 
Railways Joint Committee ~ 
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Mr. F. G. Gurley 


Elected President & Chairman of the Executive Committee, 
Atchison, Topeka & Santa Fe Railway System 


Mr. F. G. Gurley, Executive Vice-Presi- 
dent of the Atchison, Topeka & Santa Fe 
Railway System, U.S.A., who, as recorded 
in our September 8 issue, has been elected 
President & Chairman of the Executive 
Committee, was born in 1889, and entered 
railway service as a clerk in the Superin- 
tendent’s Office of the Chicago, Burlington 
& Quincy Railroad at Sheridan, Wyoming, 
in 1906. He was employed in various 
clerical capacities until 1911; thence he 
served in junior office positions in the Oper- 
ating Department until 1920, when he was 
appointed Division Superintendent. Five 
years later he was promoted to be General 
Superintendent. In 1932, Mr. Gurley was 
appointed Assistant to the Vice-President ; 
his title was changed to that of Assistant 
to the Executive Vice-President in 1935. 
He was made Assistant Vice-President in 
May, 1936, which position he held at the 
time of his election to the Vice-Presidency 
of the Atchison, Topeka & Santa Fe Rail- 
way System on June 1, 1939. He has 
served as a member of the Santa Fe board 
of directors since November, 1942, and of 
the executive committee since January, 
1944. Mr. Gurley has served as a member 
of the boards of the Chicago & Western 
Indiana Railroad Company, Kansas City 
Terminal Railway Company, and other 
companies. He has been a witness in a 
number of important rate cases before the 
Interstate Commerce Commission. Mr. 
Gurley is the author of many papers on 
high-speed passenger trains. and on diesel 
engines. 


Mr. C. A. Samuels has been appointed 
Commercial Division Manager in charge 
of Home & Export Sales for the Glacier 
Metal Co. Ltd. Mr. P. T. Holligan is to 
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Adviser to t 
Mr. 


as Technical 
Division. 


act 
Commercial 
Rumble, Assistant Serv 
Manager, has been appoint 
Regional Manager for the We: 
ern Area; and Messrs. W. | 
Clarke and E. F. Gale ha 
been appointed Technical Rep: 
sentatives. 


Mr. A. S. Kirby, A.M.Inst.7 
Assistant Chief of Divisio1 
Trains Office, Office of Divisio 
Superintendent of Operatior 
Crewe, L.M.S.R., who, as 
corded in our October 20 issu 
has been appointed Division 
Controller (Passenger Service 
Office of Divisional Superi: 
tendent of Operation, Crew 
was educated at Haberdasher 
Aske’s School, and afterwar 
graduated at London Universit 
In 1918 he entered the service 


the former L.N.W.R. in tl 
Superintendent of the Line 
Office, Euston. Betwcen 1918 


and 1928 he received training 
the working of passenger 
tions, traffic yards, and district 
operating and commercial offices 
and then for a year was engaged 
in connection with the develop 
ment of the road _ passenger 
organisation of the L.M.S.R. In 
1930-31 he represented the com 
pany in Germany, in an ex 
change of officers between the 
L.M.S.R. and the German Stat 
Railway, to study and report on 
railway conditions. He was ap 
pointed Assistant District Con 
troller, Rugby, in 1931, and to 
the corresponding post at Willes 


Sta 


den in 1933. From 1939 he was 
a lecturer on operating sub 
jects at the L.M.S.R. School of Trans 
port, Derby, until the outbreak of war, 


Assistant District Con 
(located at Birkenhead). 
From 1940 to 1942 Mr. Kirby was Dis 
trict Controller, Chester, and thereafter 
until the time of his present appointment 
has been Assistant Chief of Divisional 
Trains Office, Crewe. 


became 
Chester 


when he 
troller, 





Mr. A. S. Kirby 


Appointed Divisional Controller (Passenger 
Services), Crewe, L.M.S.R. 


fro 
fac 
Sec 
the 





in | 
land 
Man 
ordi 
bega 
run. 
mor 
and 
at tl 


Che 

TI 
Serv 
tran: 
travé 
work 
21 t 
work 
who 
ticke 
polic 
durin 


Cc 
Th 


anno 
casué 
Unite 
Nove 
Killed 
Injured 


Th 


Killed 
killec 


Injured 
pital. 


Wag 
One 
duced 
desigr 
labou1 
for tk 
sheets 
was re 
out of 
result, 
which 
pany, 
return 





KUM 





Is 


mn 


cer 


nt 

















December 22, 1944 





THE RAILWAY GAZETTE 


TRANSPORT SERVICES AND THE WAR—273 


Millions of Jerricans by Rail 
Since 1943, when machinery was brought 
from the U.S.A. and set up in a disused 
factory in a town on the East Coast of 
Scotland, the L.N.E.R. has conveyed from 
that place alone some 7,000,000 Jerricans 
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ge PARCELS 


Help the Railways to keep 
the lines clear for War 
traffic by sending as few 
Christmas parcels as possible 


RAILWAY 
EXECUTIVE COMMITTEE 





Railway Executive Committee’s 
‘Christmas parcels’’ poster 


in 14,000 wagons to destinations in Scot- 
land and England for filling with petrol. 
Many of these have been conveyed by 
ordinary goods train, but, since the traffic 
began, 350 special trains have also been 
run. In the months before “D” day 
more than 2,000,000 Jerricans were handled 
and dispatched in more than 4,000 ‘wagons 
at this Scottish East Coast town. 


Cheap Travel Warrants at Christmas 

The Ministry of Labour & National 
Service has announced that, by reason of 
transport difficulties, the issue of cheap 
travel warrants to transferred agricultural 
workers will be suspended from December 
21 to 27 inclusive, except in the case of 
workers from Northern Ireland and Eire 
who have obtained exit permits with sailing 
tickets or leave certificates endorsed by the 
police, valid in each case for a journey 
during that period. 


Civilian Air Raid Casualties in 
November 

The Ministry of Home Security has 
announced the following figures of civilian 
casualties due to enemy air action in the 
United Kingdom during the month of 
November :— 
Killed (or miss ng believed killed) wee wee 716 
Injured and detained in hospital 1,511 


The casualties are classified as follow :— 


Men Women a a 


Killed (or missing believed 


killed) oa 269 345 102 
Injured and detained in hos- 
pital... a one as 515 199 197 


Wagon Sheet Scheme Saves Transport 


One of the more recent economies intro- 
duced by the British main-line railways, 
designed for the triple purpose of saving 
labour, transport, and wagons, is a scheme 
for the common condemnation of wagon 
sheets. Previously, each railway company 
was responsible for condemning and taking 
out of service its own wagon sheets. Asa 
result, sheets no longer fit for use in traffic 
which were in the possession of one com- 
pany, but belonging to another, had to be 
returned by the former to the owners. 





Apart from the duplication of records, 
which was considerable, the loading of 
sheets back to the owner, and unloading 


sheets returned from ‘other companies, 
involved an enormous amount of double 
handling. Under the present arrange- 


ment each company is permitted to con- 
demn sheets no longer fit for traffic and to 
take them out of service, irrespective of 
ownership. The scheme was introduced 
originally as an experiment. It has now 
been in operation for six months, during 
which time 108,900 sheets have been dealt 
with, and has proved so successful that it 
is to be continued. 


War Damage to Hungerford Bridge 

The Southern Railway has announced 
that the Hungerford footbridge (the foot- 
path alongside its railway bridge across 
the River Thames, approaching Charing 
Cross terminus) was reopened to the public 
during the hours of daylight from Novem- 
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achievement, of which we hope to be able 
to publish particulars in due course. 


Further Cuts in U.S.A. Railway Steel 

Severe cuts have been made by the 
United States War Production Board in 
the railway companies’ requests for steel 
for maintenance and construction work. 
In the fourth quarter of 1944 the Office of 
Defense Transportation, as representing the 
railways, called for 1,532,633 tons of 
carbon steel for all purposes, but the 
W.P.B. has reduced this amount by over 
one-third to 1,039,100 tons. Steel rail 
allocations are now cut from 550,000 to 
360;000 tons, and those for track acces- 
sories from 291,000 to 190,000 tons, on 
account of the Army demand for rails and 
shell steel. These quantities are consider- 
ably less than those previously reported, 
but the W.P.B. has advised that any easing 
of the military demand will be used to 
permit an upward adjustment of the rail- 
way tonnages. Among the building pro- 
grammes to suffer are those for passenger 
rolling stock, for which extensive orders 





Parachute landmine on Hungerford Bridge, 


ber 29; it has been closed as a result of 
flying bomb damage since last June. 

In the earlier days of the war, on the 
night of April 16-17, 1941, Hungerford 
Bridge was struck by a parachute land- 
mine. After the air raid had been in 
progress on London that night for about 
six hours, this landmine dropped at the 
bottom of the signal-box steps, but did not 
explode. This signal-box, a crow’s nest 
over Hungerford Bridge, was occupied by 
a signalman of 53 years of service, 40 of 
which had been at Charing Cross. Incen- 
diaries had been falling freely and the 
station building and platform were well 
alight. Amidst the noise he did not know 
that the landmine had fallen at the bottom 
of his signal-box steps, and, when notified, 
decided to remain on duty in view of the 
value of his vantage point. The landmine 
was eventually found, on examination, to 
be fused to the electric conductor rail, as 
shown in our illustration above 

On June 18 of the present year, Hunger- 
ford Bridge was hit by a flying bomb, 
which demolished about 100 ft. of the up 
and down local lines and the footpath. 
Full details are not yet available for publi- 
cation, but it may be said that the repairs 
constituted a noteworthy civil engineering 


at the end of Charing Cross Station, 
Southern Railway, in April, 1941 


have been placed recently, for the first 
time for some years, to meet the. acute 
shortage. For coach-building the O.D.T. 
had requested 6,488 tons of steel, but the 
W.P.B. has not conceded any of this 
tonnage. 

Tyre Shortage in U.S.A. 

While the critical shortage of large tyres 
continues, the United States Office of 
Defense Transportation is refusing to issue 
any permits for the inauguration of new 
inter-city bus services or extension of 
existing routes, and O.D.T. General Order 
No. 11 has been issued to give effect to this 
prohibition. In explaining the reasons 
for the Order, the General Director of the 
O.D.T. states that with many inter-city 
buses laid up and unable to operate because 
of lack of tyres, there would be no point 
in permitting the establishment of any 
new services, and the O.D.T. has no know- 
ledge when any large size bus or lorry 
tyres will be available for replacement pur- 
poses. The tyre position became a little 
easier in August last, for there was a supple- 
mental allotment by the Office of the Rubber 
Director of large bus and lorry tyres, 
making the total available 85,000, compared 
with the 165,000 estimated by the O.D.T. 
as urgently needed. 
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London Underground railway station nameboard 
and direction sign in 1921 
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DISTRICT RAILWAY. 


TE AO a 


| In consequence of some 
Engineering Works at Mill Hill 
Park the South Acton Train 














Service will be suspended 
| until 120 noon on Sunday, 
| December oth, 1909. 


South Acton Station will, 
therefore, not be opened on 
that date until 120 noon. 





A H STANLEY BY ORDER. 
ro Menage 291209. 





Typical poster announcement of the London 
Underground Group as issued in 1909 


THE RAILWAY GAZETTE 








December 22, 1944 


Comparisons of Station Nameboards and Poster Announcements 
(See editorial article on page 615) 


WAY OUT 
. <<e 





















Similar signs as designed by Edward Johnston, 


including his famous bar-and-circle device 


EVACUATION 





June 13, 14, 15, 16, 17, 18 


On each of the 
above days certain 
trains at this station 
will be reserved for 
the evacuation of 


school-children 


The trains have been arranged so as to cause the 


minimum disturbance to ordinary services 


LONDON €} TRANSPORT 











A London Transport wartime poster announce- 
ment of June, 1940, set in Johnston type 














OO RESSSS-S-S-—-—-—r--Ss 


1 








Po ea ES 





December 22, 1944 


Mr. George Mills on 
Road and Rail 


Mr. George Mills, Divisional General 
Manager, L.N.E.R., was the principal guest 
at the annual luncheon of the Railway & 
Traders Conference for Lincolnshire, held 
on December 6. 

Mr. Mills said that the railway companies 
were desirous of restoring pre-war express 
passenger trains to cover business, resi- 
dential, and holiday travel, and to re- 
introduce, as soon as possible, dining and 
sleeping-car facilities. They desired, when 
conditions permitted, to increase the average 
speed of trains. They were also intensely 
interested in the modernisation of passenger 
stations and the provision of amenities for 
the travelling public The railways also 
fully intended making extensive additions 
to their existing railheads so that rail and 
road transport would be complementary 

He also referred to the propaganda of the 
British Road Federation. He stressed the 
fact that the railway companies provide 
their own track, but that the British Road 
Federation seemed to desire the expenditure 
of many millions of public money. The 
British Road Federation referred to the 
70,000 people who had been killed, and the 
2,500,000 injured in road accidents in ten 
years. Mr. Mills said that no one would 
minimise the tragedy of these casualties, 
but a railwayman might be permitted to 
state that the travel in the world 
was on the railways. Many post-war plans 
might be more difficult of accomplishment 
if millions of public money were diverted 
to the provision of roads, which, incident- 
ally, would use about 12 acres of land per 
mile. 

\s a railwayman, therefore, Mr. Mills 
was confronted with demands for new roads 
which were really competing railways), 
despite the fact that the existing railway 
tracks could carry the nation’s commerce 
and the nation’s passengers, and, in addi- 
tion, was asked to contemplate accidents, 
although the railways were singularly free 
from these. He warned post-war planners 
to beware lest in the scramble for public 
money, the protagonists of roads, and still 
more roads, might not perhaps receive the 
lion’s share 


satest 


Standards for Screw 
Threads 


A report has been published recently 
on conferences held in 1943 in New York 
and in 1944 in London between engineers 
of the United States, Canada, and Great 
Britain, dealing with United States and 
British Standards for screw threads and 
limits and fits for engineering. These 
conferences were inaugurated by the Com 
bined Production & Resources Board, 
established by the United States, United 
Kingdom and Canada to integrate the 
production programme of the three coun 
tries. The first conference in New York 
was arranged by the American Standards 


Association at the request of C.P.R.B. 
and the more recent one in London by 
the British Standards Institution at the 


request of the Ministry of Production. A 
British mission visited the United States 
to discuss and resolve problems relating to 
the production in America of Whitworth 
threads on munitions of British design 
ind other threaded products. Represen- 
tatives,from Canada were invited also to 
participate. 

In the American 
difficulty of producing 


thread the 
Whitworth 


form of 
the 


THE RAILWAY GAZETTE 


form with rounded crests and roots, which 
involve special tooling problems, does not 
arise. To avoid this difficulty, the trun 
cated form of Whitworth thread was pro 
posed by the American delegates. The 
British’ mission advised as to the desirable 
tolerances applicable to this modified 
thread and it was agreed that American 
and British specifications should be pro 
duced on common lines to cover the trun- 
cated Whitworth thread. 

During this conference, other thread 
problems were discussed, and a number of 
projects were initiated which would result 
in incalculable saving in material, in 
man-power and in the time required to 
commence production. The most impor 
tant of these related to devising a common 
standard for screw threads, both for form 
of thread, diameter, and their related 
pitches. In this connection it was agreed 
that the matter should be _ considered 
actively in the United States, Canada, 
and Great Britain, so as to continue dis 
cussions at an early date. 

After the return of the mission, the 
agreed programme was set in motion and 
an exchange of draft specifications and 
data took place between the standards 
authorities in the United States and Great 
Britain. In 1944 the Ministry of Produc 
tion invited the C.P.R.B. and Canadian 
representatives to London to settle out 
standing points. This mission arrived in 
August, and a series of conferences was 
arranged by Mr. S. J. Harley, Controller 
of Jigs, Tools & Gauges, of the Ministry 
of Supply (on behalf of the Ministry of 
Production), who organised and _ super 
vised the programme of work in conjunc- 
tion with the B.S.I. and representatives of 
the production ministries and leading 
manufacturers. In addition, a number of 
meetings of sub-committees took place 
during the same period to study detail 
problems which arose out of the various 
conferences; results have been published 
in a report issued by the C.P.R.B. in the 
United States, Canada, and Great Britain, 


and copies can be obtained from the 
Director-General of Machine Tools, Minis 
try of Production, Dept. D.G.M.I., 


Caxton House East, Tothill Street, S.W.1. 
[his report gives a summary of the 
various discussions which took place at 
the London conferences and the conclu 
sions reached on the following subjects, 
prefaced in each case by an introduction 
giving the history and the present state 
of development in each of the three 
countries: 


Truncated Whitworth threads 

Cylindrical fits 

High-duty studs in light alloys 

Pipe threads 

Screw threads for compressed-gas cylinder 
outlets 

Acme threads 

Buttress threads 

Instrument threads 

Unification of screw threads 

Design and drafting practice 


TooL AND SCREW THREAD PRODUCTION 
A conference took place also with repre 
sentatives of the British tap and die 
manufacturers at their request. An inter 
change of information took place between 
the American and British representatives 
covering the range of tool production for 
the various types of screwed products. 

It was evident that this interchange of 
information had been very valuable and, 
as the co-ordination of thread specifica- 
tions would demand a similar co-ordina 
tion of practice in production tools, it was 
considered that such interchange of 
information should continue to take place 
from time to time. 
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The Relationship Between Smoke- 
box and Boiler Proportions 
(Concluded from page 622) 


smokebox vacuum, then it may be deduced 
that the vacuum is governed by the equation 
S = Q?R?, as only this equation is affected 
by the resistance of the boiler. 

Thus, if nearly closing the damper 
causes an appreciable increase in the smoke- 
box vacuum, the engine is not suffering 
from having too large a chimney. If, on 
the other hand, closing the damper causes 
no appreciable increase in the smokebox 
vacuum, the vacuum is gover-ed by the 


equation S$ Thus the vacuum is 


2 
K =. 

\ 2 
| mited because the chimney is too large to 
allow it to be increased to a higher figure. 

Even if an engine can maintain steam 
under favourable conditions, it should be 
capable of producing an increased smokebox 
vacuum when required to cover the cases 
where clinker on the grate, etc., increases 
the resistance of the boiler. 

To illustrate the use of these methods, 
consider three typical boilers, A, B, and C, 
having the dimensions and characteristics 
shown in Table 1. Suppose an engine with 
the small boiler C has a chimney of 14 in. 
minimum diameter and suppose this engine 
is known to steam well. If this is taken as 
a basis whereby to fix the diameter of the 
chimney for a large engine with boiler A, 
and if D b* the diameter of the chimney 
required, then 

92.9 
D? — 14? .-. D 18-25 in. 

16°6 

chimney is to be used, as it 
the diameter of each 
the double chimney would be 
Similarly, on the same lines, 
boiler B would require a single chimney 
with a minimum diameter of 16} in., or 
double chimneys each having a diameter of 
11-7 in. 


Or if a double 
would have to be, 
barrel of 
12-9 in 


TABLE |! 


40 | 30 |; 20 


Grate area (sq. ft.) aa 
Length of tubes (ft.) ms 19 | 14 12 
No. of small tubes ‘i 110 =| 125 130 
Outside dia. of ditto (in.) 24 C+; t | 13 
No. of flues ie ow) @ 4-26 Tos 
Outside dia. of ditto (in.) ae | seis 
No. of elements in each | 

hie ia. oe ee Oe es 
Outside dia. of ditto (in.) 14 14 | 14 

| 

Steaming capacity 28-2 23-2 16°6 


Note.--Assumed small tubes are || S.W.G., flues are 
7 S.W.G., and flues have reduced diameter ends 


As to the effect of leakage through 
pistons and valves on the steaming of the 
boiler, it would seem at first sight that this 
leakage should improve the steaming, as 
leakage steam has to give up much less of 
its internal energy than steam which has 
performed work. In practice, however, it 
is found that leakage past pistons and 
valves is very detrimental to steaming. 
The author suggests that the explanation is 
as follows. 

The action of the blast is intermittent 
and at low speeds is in the form of separate 
discharges. The column of gas passing 
through the tubes and up the chimney has 
a definite weight and therefore an inertia 
effect. When a valve opens to exhaust 
and the discharge commences the gases are 
accelerated and attain a certain velocity. 
The discharge of steam soon ceases, but the 
gases continue to flow through ,the tubes 
and up the chimney by their own momen- 
tum. Any leakage steam escaping from 
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the blast pipe between the puffs, with a 
velocity less than the residual velocity of 
the gases, reduces the velocity of the gases 
and impairs the production of steam, while 
at the same time the leakage is an additional 
demand on the steam produced in the 
boiler. 

Whether this is the correct explanation 
or not, it has been observed that when an 
engine fails to steam when working heavily 
at low speeds it is generally due to piston 
and valve leakage 


Notes and News 


Leopoldina Railway Co. Ltd.—Al 
though the registered office of the company 
will remain at 80, High Street, Sevenoaks, 
Kent, all correspondence should be 
dressed to 3, Lombard Street, London, 
E.C.3. Telephone : MANsion House 5895-6 


Midland Railway Co. of Western 
Australia Limited.—The directors have 
authorised a final payment of interest on 
the mortgage cumulative income 
debenture stock on account of the year 
ended June 30, 1944, at the rate of 3 per 
cent., income tax at 10s. in the {, 
payable January I, 1945, making with the 
interim payment of 2 per cent July 1, 
1944, 5 per cent. for the vear 


ad 


second 


less 


on 


L.N.E.R. Canteen at Ardwick East 


Goods Depot.—tThe 118th L.N.E.R. can- 
teen was opened, at Ardwick East Goods 
Depot, Manchester, on November 28 by 
Mr. A. F. Moss, District Superintendent, 


Manchester. It will be open continuously, 
except on Sundays, and has accommodation 
for 248. It is expected that the maximum 


number of meals served during midday 
will be 445. Present at the ceremony 
were :— 

L.N.E.R Messrs. H. Kinsley (Chairman), 
Goods Agent, Ardwick; A. Canning, Yard 
master, Ardwick; F. W. Wheddon, District 
Passenger Manager, Manchester; H. S. Owen, 
District Goods Manager, Manchester; and 
R. Ockenden, Canteen Supervisor ; also Messrs 
C. H. Baxter, John Gardner (London) Limited ; 


J. Burton, Secretary, Manchester No. 6 Branch, 


R.C.A.; J]. Singleton, Secretary, Ardwick No. 1 
Branch, N.U.R.; J. T. Smith, Secretary, Ard 
wick No. 16 Branch, N.U.R.; W. P. Caveney, 
Chairman, and J. H. Stuffins, Secretary, Clerical 
L.D.C. Ardwick Goods; and R. Brockbank, 
Chairman, Cartage Department, L.D.C. Ard 
wick 


The British Engineers’ Association 
(Inc.).—-At the annual general meeting 
on December 7, resolutions were adopted 
unanimously confirming the arrangements 
which had been made for the linking-up of 
the sectional trade with the 
B.E.A., and for their representation on its 
governing council The Director of the 
Association, Mr. A. W. Berry, M.1.E.E., 
referred to the close contacts maintained 
with the appropriate government depart- 


associations 


ments. The result of a ballot for vacant 
seats on the Council in the ensuing year 
was announced. The Hon. J. K. Weir, 
C.B.E., Managing Director of G. & J. 
Weir Limited, was elected as the new 
member. At the subsequent council meet- 
ing, the President, Mr. Cecil Bentham, 
M.Inst.C.E., M.I.Mech.E., M.Inst.T., was 
re-elected President. Lt. Colonel H. B. 


Riggall, J.P., Assistant Managing Director 
of Ruston & Hornsby Limited, and Mr. 
C. K. F. Hague, Deputy Managing Director 
of Babcock & Wilcox Limited, were elected 
vice-presidents Sir Francis Joseph, Bt., 
Acting Chairman of the United Kingdom 
Commergjal Corporation Limited, and Sir 
Charles Bruce-Gardner, M.I.Mech.E., Chief 
Executive for Industrial Reconversion 
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(B.o.T.), addressed members of the Associa- 
tion present at the luncheon in connection 
with the annual meeting. 


Central Bus Terminus for Dublin.- 
A new passenger road terminus is to be 
built in Dublin on the site between Amiens 
Street and the Customs House which was 
formerly occupied by the grain stores of 
the Dublin Port & Docks Board, The selec- 
tion of this site ends many years of hesita- 
tion and discussion. The plans entail the 
construction of a new thoroughfare ex- 
tending Amiens Street as far as the River 
Liffey. The site covers a ground area of 
nearly 40,000 sq. ft., and is adjacent to the 
station of the Great Northern Railway. 


Railway Benevolent Institution Col- 
lection.—A New Year's Day collection in 
aid of the Railway Benevolent Institution 
will be made on Monday, January 1, 1945, 
at all railway stations in Great Britain and 
Ireland. The number of railway employees 
who became members of this year’s casualty 
fund is 183,247; and assistance has been 
rendered to 116 widows of men killed, 592 
widows of men dying from illness, and 4,835 
men accidentally injured, making a total of 
5,543 cases relieved, or one in every 33 con- 
tributors. It is hoped that the travelling 
public generously will augment the con- 
tributions of the railwaymen 


Standard Screw-Threads.-—Appealing 
to American engineers and industry to adopt 
international standards for screw-threads, 
Mr. William L. Batt, U.S. deputy member 
of the Combined Production & Resources 
3oard, said, at a meeting of the American 
Standards Association, that differing stan- 
dards in the U.S.A. and Great Britain had 
already added at least £25,000,000 to the 
cost of the war, and had caused incalculable 
production and repair delays. ‘‘ While the 
matter of screw-threads may seem like a 
rather simple and work-a-day matter to the 


average man,” Mr. Batt said, ‘‘ It is not 
realised that in many cases British and 
American gun parts—or parts for other 


items—are not interchangeable even though 
the completed products themselves are of 
identical design ? ’ 


Crompton Parkinson Limited.—In 
the report for the year to September 30, 
1944, it is shown that the profit from trad- 
ing, dividends on investments, etc., after 
making provision for war damage contribu- 
tions, E.P.T., income tax and contingencies, 
Deducting 


was {£460,099 (£459,163) 

£25,000 for depreciation and £3,000 for 
directors’ fees leaves a _ net profit of 
(£432,099 (£431,413) to which has to be 


added £488,657 balance at September 30, 
1943, making £920,756 Preference divi- 
dends, subject to tax, take £43,658, £5,000 
is allocated to benevolent fund, the total 
dividend for the year on the ordinary and 
“A” ordinary stocks is 15 per cent. actual, 
requiring £585,256 ; and a cash bonus of 
74 per cent. on the two ordinary stocks 
takes £94,614, leaving £588,256 to be carried 
forward as “ profits unappropriated.”’ 


The F. C. Coleman ** Modern Trans- 
port ’’ Award.—tThe council of the Insti- 
tute of Transport has accepted the offer of 
the Modern Transport Publishing Co. Ltd. 
to donate an award of £50 a year to supple- 
ment the amount of the Silver Jubilee 
Scholarship. The award is announced in 
the following terms :—‘‘ The F. C. Coleman 
Modern Transport Award (founded in 1944, 
on the occasion of the Silver Jubilee of the 
Institute, by the Modern Transport Publish- 
ing Co. Ltd., in memory of the late Mr. 
F. C. Coleman’s past efforts in transport 
education and the prominent part he played 
in the founding of the Institute of Trans- 
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port): £50 per annum for award to the 
Institute Silver Jubilee Scholar, on 
understanding that it is his intention to 
follow a career in the world of transport, to 
assist him in the purchase of books and 
equipment for the pursuit of his studies 


South African Railways’ Record 
Weekly Earnings.—Earnings of the South 


African Railways for the week ended 
November 25 last eclipsed all previous 
figures with a total of £1,077,218. Th 


figure for the preceding week was £1,045,576, 
and for the corresponding week of 1943 
£889,075. The total revenue for the week 
from goods traffic, excluding coal and li 
stock, also represented a record ; the figure 
was £603,425, compared with £598,493 for 
the previous week and £497,535 for the 
corresponding week of 1943. 


Acquisition of Timpson Coaching 
Interests.—As a result of the death of Mr 
Alexander Timpson, the shareholders in 
4. Timpson & Sons, Ltd. decided unani 
mously to dispose of their holdings in 


that company, of which he was Gover 
ing Director. These shareholdings have 
been acquired by the British Electri 


Traction Co. Ltd., Thomas Tilling Ltd 
and certain companies in which both are 
interested. The present Directors of 
A. Timpson & Sons, Ltd. (which was in- 
corporated on May 31, 1926, to acquire 
an old-established business) are: Colonel 
H. I. Robinson (Chairman), George Card 
well, F. B. Arnold, A. E. Cannon, and Ray 
mond W. Birch Mr. W. A. Timpson 
(hitherto a Director and Secretary of tl 
company), has become General Manager 
The head offices are now at Coastal Cham 
bers, 172, Buckingham Palace Road, Lon 
don, S.W.1. The pre-war fleet comprised 
135 vehicles, of which 123 were A.E.C 
motorcoaches, and 4 Leyland motor 
coaches; there were also 4 lorries, and 
4 private cars. The present fleet is believed 
to be somewhat smaller, and is fully 
employed on Government contracts 


Contracts and Tenders 


Below is a list of the orders placed recently 
by the Egyptian State Railways :— 


J. Spencer & Sons (1928) Ltd.: Volut 
springs. 
George Spencer Moulton & Co. Ltd.: India, 


rubber drawbar springs. 
Robert Hyde & Sons Ltd.: Buffer castings 
Clyde Rubber Works Co. Ltd.: India rubber 
drawbar springs 
rrier Brothers Limited: Lubricants. 
Gresham & Craven Limited: Simplex cones 


Imperial Chemical Industries : Cables. 

F. Smith & Co, : Copper wire. 

Buck & Hickman Limited: Hand _ tools, 
screws. 


W. & J. George Limited : Laboratory appara- 
tus. 

rilley Lamp Company : 

C. C. Wakefield & Co, Ltd. : 
valves, etc. 

S. Osborn & Co. Ltd. : Drills and reamers. 

Marconi’s Wireless Telegraph Co. Ltd. : Wire 
less telegraphic and telephone materials. 

English Electric Co. Ltd.: Fibre tubes and 
high tension sheets, etc. ' 

Crown Spring Co. Ltd. : Upholstery springs. 


Lamps. 
Check and test 


Marconi Instruments Limited: Precision 
wireless measuring apparatus. 
Ericsson Telephone Limited: Plugs for 


switchboard. 

A. Balfour & Co. Ltd.: Taps and twist drills 
etc. 

Hart Accumulator Co. Ltd.: Lamps. 

J. Stone & Co. Ltd. : Hose rivets, 

Grover & Co. Ltd.: Washers. 

Superheater Co. Ltd.: Clamp bolts. 


Guest Keen & Nettlefolds Limited: Wood 
screws. 

Charles Richards & Sons Ltd.: Nuts and 
bolts. 
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